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Some of the trade papers have reported that the Penn- 
Sylvania Railroad has ordered a large number of steel gondola 
cars having a capacity of 70 tons. We are advised by A. W. 
Gibbs, general superintendent of motive power, that the re- 
port is entirely unauthorized, and no cars of this capacity 
have been designed at Altoona. Mr. Gibbs says further that 
the gist of the whole subject is, that in designing cars of 
large cubic capacity for the coke trade it was considered that 
if these same cars could be fully loaded with coal on their 
trips to the lake and carry a corresponding weight of ore 
on the return trip very considerable economies would accrue. 
The capacity of the two trucks is but 161,000 lbs., depending, 
primarily, on the axle, and also on other parts of the truck, 
suck as column bolts, arch-bars, springs, etc. As the car it- 
Self weighs about 46,000 Ibs., this would make the allowable 
load between 115,000 and 116,000 lbs. The bodies of the cars 
are strong enough for the heavier load, but until the truck 
has been entirely redesigned there will be no such cars in 
Service and none has been ordered. Incidentally, it develops 
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that while the main line is now adapted to such cars, con- 
siderable reconstruction of some of the branch roads and pri- 
vate sidings would have to be made before such cars could 
safely be used. 





We publish elsewhere an article on a new method of han- 
dling claims for loss and damage to freight which has been 
adopted on the St. Louis & San Francisco. The main fea- 
tures of this plan are that investigations of loss and damage 
and decisions regarding the liability or non-liability of the 
company are made, not by the traffic department, as is the 
case on most roads, but by the operating department; that 
investigations begin as soon as freight checks over, short or 
damaged, and are usually done when claims are presented, 
instead of being begun then; and that special measures are 
taken to fix responsibility and secure proper disciplining for 
the carelessness or violations of rules by employees that cause 
a large proportion of loss and damage. There is much to 
be said in favor of having loss and damage investigated and 
liability determined by the operating department. This is 
the department whose shortcomings cause the trouble; and 
it is the only department that can effect the needed reforms. 
and improvements. Furthermore, as it does not directly solicit 
business, the operating department is not so exposed ag the 
traffic department is to pressure by big shippers for rebates. 
in the form of payments of excessive claims. Certainly there 
is no branch of the railway business which worse needs re- 
form than the usual method of handling freight claims. As: 
Col. H. G. Prout said in an address two years ago: “To the 
outsider it seems as if the claim department of a railway was 
a highly efficient organization for obstruction. The desire to 
ascertain the truth and to help the shipper, or the consignee 
or the person who has suffered’ damage or injury, is apparent- 
ly no part of the duty of the claim department.” A system 
is imperatively needed which will both reduce the amount of 
loss and damage, and will cause settlement of just claims 
promptly instead of after almost endless procrastination. Ac- 
complishment of the former end will substantially reduce oper- 
ating expenses. Attainment of the latter will relieve the roads 
of a great deal of deserved odium. The management of the 
St. Louis & San Francisco merits much credit for trying at 
a good deal of expense a plan designed to accomplish both 
these important objects. The data given elsewhere indicate 
that its scheme is working out with gratifying success. 





Western railways are showing a slight tendency to increase 
the number of western men on their directorates. The Alton 
recently elected Edward Tilden, a packer in Chicago, as a di- 
rector. J. Ogden Armour and John G. Shedd, of Chicago, have 
been elected to the Illinois Central board within the last two 
years. The Chicago & North Western at its last annual meet- 
ing superseded two eastern men with two western men. The 
tendency is a healthy one. The main criticism to be made 
is that it is not pronounced enough. Too many of the boards. 
of western roads are composed mostly or entirely of eastern 
men or their dummies. So long as western roads are owned 
mainly by eastern capital their directorates will continue to 
be composed mainly of eastern capitalists or their representa- 
tives. But there is no good reason why the board of a western 
railway should be composed entirely or even almost entirely 
of men living in New York City and New England, and there 
are several strong reasons why it should not be. The hostile 
feeling of western people toward railways has been largely 
due to the belief that they have been run from the standpoint 
and with an eye exclusively to the interests of eastern owners 
and in disregard of the interests and rights of the people 
and the territory that give them their business. In Chicago 
to-day one hears loud complaints that the main reason why 
the Illinois Central sees no virtue in the proposed electrifica- 
tion of its terminals is that most of its directors live in New 
York, where they don’t have to stand the smoke from its 
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engines. If each road had among its directors men of stand- 
ing in communities scattered along the entire length of its 
lines there undoubtedly would be less of this unwholesome 
public sentiment. Nor is it entirely a question of sentiment. 
Men living in the various communities that a road serves 
pring into the meetings of its board a knowledge of local 
conditions as well as of local public opinion that is of real 
ind substantial value in its permanently successful manage- 
ment. Each year the eastern directors of a western road get 
on a special train with its officers and go for a ride over the 
main lines. If they take these junkets seriously they fancy 
that by looking at the track, buildings and country from an 
observation platform, and perhaps meeting a few newspaper 
reporters and prominent citizens along the way, they get the 
atmosphere of the country in which the road is operated. But 
surely few of them can take such trips very seriously. Those 
who have enough gumption to be fit to be directors must 
know that the amount they learn on them is relatively trifling. 
They must know that che only men who actually get the atmos- 
phere of a big territory are those who breathe it all the time. 
Unless western roads put more western business men on 
their directorates they ought to give the officers who are on 
the ground and actually operate them a much wider discre- 
tion to run them as local conditions demand. The belief 
that most railways in the West and South are run from Wall 
street is widely prevalent, and the belief is often well 
founded. They would be operated more _ satisfactorily 
to the public and with no less, and perhaps more, 
profit to their owners if both the changes we have in- 
dicated were made—that is, if their directorates were made 
local, so far as possible, and their organizations so altered as 
to give division and general officers more authority to deal 
promptiy and finally with many questions arising in their 
immediate territories. 





TITANIUM RAILS. 


The extensive use of titanium alloy in the treatment of 
Bessemer steel in rail manufacture is one of the most promis- 
ing features in this year’s enormous rail production and is 
next in importance to the large and increasing capacity for 
open-hearth steel rails. These two improvements in rail manu- 
facture should insure a supply of safer and more enduring 
rails than the railways have obtained in recent years. The 
titanium alloy improves the mechanical structure of Bessemer 
steel, making it more solid, and increases its crushing strength 
and hardness. This increases the life of the rail by reducing 
ordinary wear and preventing the flowing and splitting which 
caused the removal of such large numbers of Bessemer rails. 

The New York Central has ordered a large tonnage of 
rails made from steel treated with titanium alloy, and though 
the finished product contains no titanium, it will be con- 
venient to call it titanium steel and titanium rail. A 
dozen eastern railways have also given orders for titanium 
rails; and in the west the St. Paul, the Burlington, the Santa 
Fe and the Alton have all given trial orders for them. 

Iron ores containing unusual proportions of titanium (of 
which enormous deposits exist in Essex County, New York, 
and in Ashe County, North Carolina) cannot be smelted by 
ordinary blast furnace methods, and this fact has probably 
created a prejudice against the presence of this metal in 
iron or steel, and until quite recently prevented its use as an 
alloy in metallurgical processes. The electric furnace has, 
however, made it possible to make an alloy of iron and 
titanium which combines readily with steel and by the re- 
action purifies and improves its physical properties. The 
process employed in this manufacture by the Titanium Alloy 
Manufacturing Co. is covered by patents granted to Aguste 
J. Rossi, who has made a special study of the subject during 
the past 30 years. 

Titanium has great affinity for nitrogen, and it is now be- 
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lieved that the amount of nitrogen retained in steel is large 
and thus has an important effect upon the physical properties 
of the metal. It is natural, therefore, that ferro-titanium 
should be employed as a flux for cleaning iron and steel at 
the moment of casting or pouring from the converter, as ferro- 
silicon and ferro-maganese are employed. Sulphur and 
phosphorous do not appear to be reduced, but in combining 
with oxygen and nitrogen forming oxides and nitrides, 
titanium has an important action in removing impurities, 
forming a stable combinatiom of them, which passes into the 
slag. 

Thus the principal function of titanium alloy is to act as 
flux, and the cleansing effect results in increased solidity and 
purity, which have such an important influence on the 
mechanical structure of the steel, preventing breaking down 
under heavy rolling loads and reducing the wear due to 
abrasion which are the serious defects of ordinary Bessemer 
rails. 

The first experiments with titanium alloy in rail manu- 
facture were made by the Maryland Steel Company in Novem- 
ber, 1907, and this was followed in 1908 by the Duquesne 
Works of the Carnegie Steel Company, the Cambria Steel 
Company and the Lackawanna Steel Company. During the 
past year the process passed the experimental stage and has 
been used in a large number of rails and may be regarded 
as firmly fixed on a commercial basis. 

Ferro-titanium contains 10 to 15 per cent. of titanium, 5 to 
7 per cent. of carbon, and of other impurities less than 5 per 
cent; the balance is pure iron which has been electrically 
refined. In Bessemer steel rail manufacture it is the practice 
to add about one per cent. crushed ferro-titanium in the ladle 
as the steel is poured from the converter. 

The equivalent weight of titanium is 0.1 per cent. of the 
weight of the molten steel poured into the ingot mold, and 
the additional cost isnow about $3.50 per gross ton of rails. It 
is claimed that this small proportion of ferro-titanium is suf- 
ficient to remove the bulk of blow holes and segregation 
usually found in Bessemer ingots and produce the clean, 
solid, good-wearing rail we have described. 

The results of six months’ service on a New York Central 
cross-over carrying a heavy tonnage show that the flange wear 
of titanium rails is only one-fourth that of ordinary Bessemer 
rails, and it is expected that the average service in main line 
will be as three to one in favor of the titanium rail. 





A STUDY IN RAILWAY BONDS. 


The returns already indicate that the year 1909 is to bea 
banner twelvemonth in the sales of bonds at the New York 
Stock Exchange, which not only sets the pace for other bond 
markets of the land, but actually represents a great volume 
of orders coming from those outside markets. Up to the first 
of October of this year, since January 1, the bond sales were 
in round numbers, $1,000,000,000, on the basis of par. In the 
whole year 1908, the highest of previous record, they were 
$1,085,091,700, indicating that, when the present year is closed, 
it is almost sure to pass the record by probably not less than 
$225,000,000. In looking back over the returns of nearly a 
third of a century the next largest years were 1904, with 
$1,040,146,000, and the following year, 1905, when they were 
$1,024,.18,000. No other years save the four referred to have 
crossed the billion mark; and within ten years the sales 
have sunk as low as $578,253,000 in 1900 and $526,170,000 in 
the panic year 1907—though the rea. aftermath of that panic 
did not come until early in the year after. It should be said 
that these bond sales are not all sales of railway bonds. But 
the extremely larger proportion of them are, and it is the 
railway bond that is elemental both as a measure of the bond 
market and in the study of bond statistics. 

The figures invite study and denote the outworking of 4 
pretty rigid economic law, namely, the recoil of investment 
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toward conservatism and bonds, following the losses, or at 
least the shrinkage and alarm coming after panic. The causes 
of the movement and the reflex action of the investor’s mind 
away from stocks and toward the bond are obvious; but the 
degree is very striking. Thus in the year following the 
stringency and depression of 1893-4, with its silver currency 
complications and “currency famine,” the bond sales rose trom 
$355,225,000 (in 1894) and $357,790,000 (in 1893) to $512,- 
821,000 (in 1905). There was a moderate panic—the so-called 
“Flower” panic—and depression in 1897. Sales that year were 
$542,243,000. The next year they show the remarkable rise 
to $916,972,000, or nearly 70 per cent. There was a panic year 
in 1884, with sales of $517,687,000; the next year they rose to 
$690,598,000, or more than 33 per cent. But the most remark- 
able rise, with perhaps the exception of the last year and 
three quarters, was in the year 1904, following the depression 
of 1908, with a lift from $685,933,000 to $1,040,146,000, or an 
increase of about 52 per cent.—not so large in ratio as in 
1898, but impressive by its absolutely larger volume and the 
fact that the increase was not preceded by actual panic but, 
instead, by slow financial recession during the period immedi- 
ately preceding it. 

Turning from the investment viewpoint to the physical 
relation of the bond market to railway construction, the re- 
turns become much more obscure. It is traceable in an early 
period and in the large bond sales of $643,867,000 and $470,- 
854,000 in 1880 and 1881, as compared with $291,896,000 and 
$308,80v,000 in 1882 and 18838, respectively, and which show 
up in 1881 with the large railway addition of 9,846 miles, and 
follow on—probably as the result of bonds previously mar- 
keted—in 1882 with the great railway increment of 11,569 
miles. The panic year 1884 was naturally attended with the 
low addition to railways of 3,923 miles, and in 1893 new 
mileage also dropped to 2,346 miles, as contrasted with 4,441 
miles the year before. But in the decade and a half since then 
the relation of the bond market to construction is befogged. 
This is due partly to refunding of old bonds upon an ex- 
tensive scale; partly to increased factors represented by in- 
dustrial and street railway bonds; but chiefly to the fact that, 
especially in the Hast and the Middle West, new railway 
bonding has represented improvement rather than extension 
of railway plants, with liberal allowance for the cost of 
new terminals. ‘This is further impressively suggested by the 
increased bondage per mile, which during the decade and a 
half has risen from $31,408 per mile to $36,671 per mile. Large 
railway systems like the New Haven have financed many 
tens of millions of bonds with almost no additions, relatively 
speaking, of new trackage. The statement is almost a sweep- 
ing truism nowadays that east of the Mississippi no new 
railway bond stands for extension. Chiefly owing to the ex- 
haustion of profitable new railway territory we have, in the 
region named, passed from a period of branch line and ex- 
tension bonding to one of general and “consolidated” bonding, 
based on betterment. Financially, as well as physically, the 
transition is a significant one. 

The question of the future is one to which we have hereto- 
fore alluded in these columns. Another panic period has 
passed, and a new period of high railway credit, based on 
increased net earnings, opens ahead. During it, will railway de- 
velopment, whether it takes the form of internal betterment 
or external extension, be predominantly based on the bond 
or stock, on the secured fixed charge, on the contingent divi- 
den’, on the low interest rate of the bond or on the higher 
rate of the new stock with its presumptive “melon” annexed? 
To some extent the answer will come from the preconceived 
Views or policy of railway presidents and directors. To a 
Much larger degree it will depend on whether the vast digest- 
ive power of the railway bond market during the last year or 
more is to continue—vast, even with allowance for the fact 
that during the last few years the railway bond has entered 
Overmuch the limbo of speculation. 
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COMPETITIVE RAILWAY BUILDING IN CENTRAL OREGON. 





The most interesting competitive railway building taking 
place in the United States at present is that through the can- 
yon of the Des Chutes river into central Oregon. The lines 
being built are the Des Chutes Railway, a Harriman project, 
and the Oregon Trunk Line, a Hill project. The Southern 
Pacific, running south from Portland to San Francisco, crosyes 
western Oregon and throws out eastwardly branches to Idanha, 
Lebanon and Wendling; and its Pacific & Eastern line swings 
as far east in Oregon as the Cascade range. The Oregon 
Railroad & Navigation Company parallels the Columbia river 
from Portland to Umatilla, where it branches, one line fol- 
lowing the river northeastwardly into Washington and the 
other going off in a southeasterly direction across Oregon to 
a connection with the Oregon Short Line at Huntington, Ore. 
On its way the Oregon Railroad & Navigation Company throws 
off branches southwardly and westwardly to Shaniko, Condon, 
Hepner and Pilot Rock, and the Sumpter Valley extends from 
a connection with the Oregon Railroad & Navigation Company 
at Baker City westward to Austin, in Grant county. The 
Oregon Short Line also has a branch from Ontario, Idaho, 
to Vale, Ore., and the Great Southern extends from a connec- 
tion with the Oregon Railroad & Navigation Company at The 
Dalles southward 30 miles to Dufur. This leaves a large area 
in the central and southeastern part of the state without a 
mile of railway. It has been considered a hard territory to 
enter, the Cascade range running along its entire west side, 
the Blue mountains running along most of its east side, and 
the territory itself being a table land 3,500 to 4,500 ft. above 
sea level and containing numerous good sized mountains. 

For some years E. H. Harriman received much criticism be- 
cause he did not build a road to “open up” central Oregon. 
In 1908 when he was taking a vacation in that state he pub- 
licly promised the people that as soon as surveys could be 
completed he would build a road down the Des Chutes river. 
Other persons had taken steps to build a line along the Des 
Chutes some years before. They had filed incorporation papers 
under the laws of Nevada for the Oregon Trunk Line and 
had done some surveying. It is probable that the Harriman 
lines would have brought their rights and interests if it had 
been found that their incorporation was perfectly regular 
and had believed that they had anything tangible to sell. 
This not being the case, Mr. Harriman decided to begin 
construction independently of this project. The work 
was delegated to the Oregon Railroad & Navigation Com- 
pany. Surveying was begun from a connection with the 
Oregon Railroad & Navigation Company at the mouth of the 
Des Chutes river. The line is to be in the canyon of the 
Tes Chutes for about 80 miles and its immediate destination 
is Madras, Crook county, a distance of 130 miles. It is ex- 
pected eventually to build to Bend, Crook county, on the 
upper Des Chutes. 


While surveying was in progress in the Des Chutes canyon 
unexpected difficulties were met. The moribund Oregon Trunk 
Line project began to show signs of life. Evidences ap- 
peared that it had changed hands and that the new owners 
had ample means. It was rumored that these owners were 
the Hill interests, and that they were going to invade what 
had before been regarded as peculiarly Harriman line terri- 
tory by building into central Oregon from a connection with 
the Spokane, Portland & Seattle at The Dalles on the Columbia 
river. The election of John F. Stevens, the eminent engineer, 
as president of the Oregon Trunk Line verified these rumors. 
By August parties of surveyors and workmen representing 
both interests were in the canyon. There is room enough for 
two lines there, but construction must be very heavy and ex- 
pensive at the best and, of course, each desired to build on 
that particular side of the river at any given place which 
offered the most advantages. Their map covered 12 
miles of the same land. A clash was inevitable. It oc- 
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curred, and on August 24 the United States district court 
at Portland, Ore., issued an injunction restraining reprecenta- 
tives of the Des Chutes Railway from going on that part of 
the right-of-way which had been surveyed by the original 
promoters of the Oregon Trunk Line. 

Work on both roads has continued despite the litigation. 
Probably it will merely define the course which the right-of- 
way of each must take. The Hill interests have reincor- 
porated under the laws of Washington and are surveying for 
a bridge across the Columbia river at Pelilo, where connec- 
tion will be made with the Spokane, Portland & Seattle and 
the Oregon Trunk Line, like the Des Chutes Railway; will be 
built to Madras and ultimately to Bend. Contracts have been 
let for the construction of 120 miles of the Oregon Trunk 
Line and for 130 miles of the Des Chutes road. Not only do 
both command ample resources, but they are in the hands 
of two of the most competent railway engineers in the coun- 
try. Mr. Stevens is well known as former chief engineer 
of the Panama Canal and also chairman of the Panama Canal 
board, as well as for his railway work. It is not so generally 
known that G. W. Boschke, chief engineer of the Oregon Rail- 
road & Navigation Company, who is in charge of construc- 
tion of the Des Chutes line, besides having rendered important 
services to the Harriman lines, is the builder of the famous 
Galveston sea wall. 

The territory for which the two largest railway systems 
in the West are engaged in competitive construction is, as 
already stated, a high tableland. The annual precipitation 
is small. Judging by what is being done now on a small 
scale, it should be possible to raise fair crops of wheat and 
oats in it by dry farming. There is now some irrigation from 
the Des Chutes river which enables quite large crops to be 
grown. The eastern slope of the Cascade range is covered 
with trees which will afford to the new railways a large lum- 
ber traffic. The main product of the country in the past has 
been live stock. The region seems peculiarly adapted to sheep 
raising, and there are numerous sheep ranches. On a large 
ranch at Haystack, Creok county, which is 50 or 60 miles 
from the nearest railway station, French and Spanish merino 
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ticable and desirable. Seventy-five-lb. rails will be used on 
the Des Chutes lines. Its maximum grade in the first 83 
miles will be .8 per cent.; for the next 17 miles, 1.3 per cent, 
and from Mile 100 to Redmond, .5 per cent. There will be 
10 deg. of curvature in two or three instances and as many 
as 17.deg. to avoid tunneling. The canyon of the Des Chuicg 
river contains cliffs which rise in many places 2,000 ft. high, 
and on the Des Chutes railway there will be six tunnels, vary- 
ing in length from 500 to 1,000 ft., and three viaducts, one 
across Trout creek, which will be 100 ft. high and 510 ft. 
long; another across Willow creek, which will be 264 ft. high 
and 1,070 ft. long, and another over Crooked creek, which 
will be 302 ft. high and 360 ft. long. 

There have been various rumors about the ultimate inten- 
tions of the Hill interests. One report is that the Oregon 
Trunk Line will be extended to San Francisco. The United 
Railways Company of Portland, Ore., which owns three miles 
of water front and 10 miles of standard gage railway track 
in Portland and a right-of-way from Portland to Tillamook, 
Ore., on the Pacific ocean, recently changed hands. It is said 
that the Hill interests are the backers of the purchasers and 
will use the property for terminals and to reach the ocean. 
What basis there is for these reports cannot be stated. They 
do not look as if they have any basis. But of the fact that 
the Hill lines are entering a territory where they will come 
into closer competition with the Harriman lines than hereto- 
fore there can be no question. 





ERIE RAILROAD. 


In 1808 the Erie escaped receivership only by a narrow 
margin. Default on payment of notes was prevented through 
the personal intervention of E. H. Harriman. But since the 























sheep are being grown which are said to be among the finest 


produced in the world. The French merinos are from the 
breed maintained by the French government, and it is stated 
that lambs of a given age produced there have exceeded in 
height and weight any lambs of the same age which have 
ever been produced from the same stock in France. It seems 
probable, therefore, that both roads will get a fairly good 
traffic from the start, and that the country may be expected 
to so develop as to give them a substantially larger traffic 
within a comparatively few years. Enough is not known of 
the quality of the soil in general to judge of its ultimate 
productivity. 

Both roads will be better built than new railways into un- 
developed territory usually are. The large financial resources 
of the Hill and the Harriman lines will make this both prac- 


Erie Railroad. 


refunding of the $5,500,000 notes that fell due in April, 1908, 
the company has made steady progress toward getting back 
into a sound financial position. 

When the business depression set in, the Erie had a num- 
ber of improvements under way, most of which had not at 
that time been financed. It was necessary for the economical 
operation of the road that these improvements should be 
completed as soon as possible. An attempt was made, how- 
ever, to stop all improvement work where possible and thus 
keep what money there was in the treasury for the payment 
of maturing obligations. The attempt was unsuccessful, be- 
cause there was not enough money available to refund the 
obligations without agreement by holders to take new 
securities in exchange. This they refused to do; moreover, 
the improvements that had been started were vitally neces- 
sary to the Erie, and contained possibilities of important 
economies as well. Probably no one recognized this as quickly 
or realized it more fully than did Mr. Harriman, who wis 2 
director and a member of the executive committee. He per- 
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sonally loaned the company money to meet the maturing $5,- 
500,000 short term notes, and a plan was devised by which 
the Erie was to issue $15,000,000 three-year 6 per cent. notes, 
of which Mr. Harriman took $5,500,000, and the notes that he 
had paid off were deposited as collateral under the new notes. 
In addition, arrangements were made for the sale of $5,000,000 
notes for cash, the cash being used to pay interest coupons 
falling due on various issues of bonds, these coupons being 
deposited as additional collateral under the notes. For a 
time it seemed as if it would be necessary to make some 
provision for funding the interest coupons over a period of 
years, and application was made to the New York Public 
Service Commission, Second District, for permission to issue 
ponds secured in part on matured interest coupons. 

In the meantime the company had been going ahead on 
the improvements and additions, and as parts of this work 
were completed and the increase in facilities made possible 
a greater net income, the bond issue plan was abandoned, at 
least temporarily, and the company now hopes to sell securities 
that it has in its treasury in time to meet the $15,000,000 notes 
when they fall due in April, 1911. 

The reorganization committee turned over to the Erie in 
-1895 securities for construction purposes having a book value 
of $2,750,000. All of these securities have now been sold by 
the company and the cash received from their sale amounted 
to $2,970,000. Since 1895 the trustees of the mortgages have 
turned over to the Erie $5,000,000 prior lien bonds, $9,000,000 
general lien bonds and $22,000,000 convertible bonds. Of these 
the company has sold $29,015,000 bonds for which it received 
$26,240,000 cash. There are, therefore, in the treasury $6,- 
000,000 general lien bonds and about $1,000,000 convertible 
bonds. 

The company has spent in all since 1895 $10,000,000 for 
construction and equipment purposes in addition to ex- 
penditures for which bonds have been issued, so that it is or 
will be entitled to be reimbursed for this amount by the 
issue of general lien bonds or convertible bonds. There were 
on June 30 $10,462,000 of the collateral notes due in April. 
1911, outstanding. The prospects of being able to refund these 
notes without the rather doubtful expedient of funding 
matured interest coupons will depend on the earnings of the 
company. 

In the fiscal year ended June 30, 1909, gross revenue amount- 
ed to $50,400,000 as compared with $49,800,000 in 1908. Ex- 
penses in 1909 were $35,500,000 as against $39,900,000 in 1909. 
It will be seen that the company reduced its operating ratio 
from 80 per cent. in 1908 to 70 per cent. in 1909. This was 
effected through a reduction in maintenance charges and in 
cost of transportation. 

Transportation cost $16,600,000 in 1909 and $17,800,000 in 
1908. The decreases shown in the detailed accounts are gen- 
eral in character and are due to the greater efficiency of 
facilities and service. The reduction in cost of fuel for 
locomotives is an exception and is due to a reduced rate per 
ton paid for fuel during the year. Of the total operating ex- 
Penses, $20,860,000, or 57 per cent., was paid to labor, being 
distributed among 36,324 employees. In 1908 the total 
amount paid labor was $22,339,000, distributed among 38,403 
employees. It will be seen that, like other companies, the 
Erie found it possible to cut down its operating force, but 
Not to materially reduce the rate of wages, the average wage 
being $574 in 1909 and $582 in 1908. 

Maintenance of equipment as a whole cost $9,600,000 in 
1909 and $10,700,000 in 1908. Maintenance of way cost $4,- 
200,000 in 1909 and $5,900,000 in 1908. 

. This is a big reduction in the charges for maintenance, 
but ihe 1909 unit figures given in the accompanying table 
do not look too low, and President Underwood says that 
the decreased locomotive repairs is largely accounted 
for by the fact that during the fiscal year ended June 
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30, 1909, it was necessary to have an unusually large num- 
ber of locomotives repaired at outside shops, while last 
year the greater proportion received general repairs at the 
company’s shops. The charge for repairs of passenger-train 
cars is low when compared with such a road as the Baltimore 
& Ohio, but the reason for this is that the Erie has a very 
large suburban business while the Baltimore & Ohio has com- 
paratively little of this short haul traffic. It is not necessary 
to spend as much on the up-keep of cars used in commuting 
service as on cars used for long haul traffic. 


Unit Costs of Maintenance. 1909. 1908. 
*Maintenance of Way.......eceeeees $1,345 $1,953 
yRepairs per locomotive ............ 2,820 3,625 

e ‘ passenger Car .....eeee 469 504 

© “FTECIGME CBE h-c0cc cece we 58 54 


*Per mile of first, second, etc., main track. The company does not 
show the number of miles of siding and switch tracks operated. 
+Does not include renewals, depreciation or superintendence charges. 


The increase in gross earnings mentioned above of $770,000 
came from an increase in freight revenue. In 1909 mer- 
chandise freight revenue amounted to $20,800,000 and in 1908 
to $20,000,000. Coal freight revenue amounted in the two 
years respectively to $14,400,000 and $13,900,000. There were 
6,009,000,000 tons of all freight carried one mile in 1909 and 
5,662,000,000 tons carried one mile in 1908. The average 
revenue per ton per mile of all freight was 0.586 cent in 1909 
and 0.6 cent in 1908. The average haul was 183 miles in 1909 
and 168 miles in 1908. 


Passenger revenue amounted to $8,900,000 last year and to 
$9,500,000 the year before. The total number of passengers 
carried one mile was 597,000,000 in 1909 and 640,000,000 in 
1908, the average revenue per passenger per mile being 1.487 
cents in 1909 and 1.484 cents in 1908. The average length of 
journey was 25.2 miles last year and 27 miles the year before. 
This is a decrease of 6.6 per cent. 


The Guymard cut-off, which has been under construction 
by the Erie & Jersey, a subsidiary of the Erie, was put in 
operation January 1, 1909. This cut-off is a low grade double 
track line running from Highland Mills, N. Y., to Guymard, 
and besides giving the Erie two additional tracks between 
those points, it avoids heavy grades that required helper 
engines for freight trains on the old tracks. The new tracks 
will be used for all the freight business and passenger trains 
will continue to use the old line. ‘I'he volume of traffic over 
this portion of the line moves east, and since the cut-off has 
been in operation, the train load eastbound has been increased 
over 230 per cent. 

Another piece of work at the New York end of the road that 
is designed to materially increase the facilities for handling 
freight and passengers is the Penhorn Creek Railroad. This 
is a four-track line through an open cut in Bergen hill, and 
connects the lines west of the present two-track tunnel with 
the existing tracks east of the tunnel at Jersey City. This 
improvement, which is expected to be in operation early in 
the calendar year 1910, will give the Erie six main tracks 
through Bergen hill into the Jersey City terminal. 

The general traffic and car mileage statistics show increased 
operating efficiency. The train load was 469 tons in 1909 
against 465 tons in 1908. While the total number of tons of 
all freight carried increased a little over 6 per cent. in 1909, 
the freight train mileage was 12,700,000, an increase over 
1908 of a litle over 5 per cent. On the other hand, freight 
car mileage was 424,000,000 in 1909 and 394,000,000 in 1908. 
This is an increase of nearly 8 per cent. The empty mileage 
was 119,000,000 last year against 103,000,000 the year before, 
an increase of 15.68 per cent. 

The tonnage of nearly all classes of commodities was 
greater last year than the year before. An important ex- 
ception to this was a decrease of 308,000 tons in the tonnage 
of merchandise carried. In 1909 there were 1,960,000 tons 
carried. This is 6 per cent. of the total tonnage. The fol- 
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lowing table shows the more important increases in the 
tonnage of various commodities: 
’ ~——-1909-——-—, ——-—-1908-——__, 
Percentage, Percentage, 
Commodity. total total Fer ct. 
Tons. tonnage. Tons. tonnage. inc. 
Fruit and vegetables ..... 371,000 1,138 301,000 V.2 23 
Vacking house products anc e 
dressed meats ......... 246,273 0.75 161,563 0.48 52 
PP Cbs bok ea oma. beks 1,556,382 4.75 1,234,600 3.67 26 
ECCT TOP 941,000) 2.87 $17,000 2.438 15 
Bar and sheet metal...... 575,000 1.75 334,000 0.99 72 


Although the Erie is not as dependent on the tonnage of 
bituminous coal as is the Baltimore & Ohio, still in a norma) 
year from 20 to 21 per cent. of its tonnage is bituminous coal. 
Last year there were 5,960,000 tons of this product carried. 
This was 18.16 per cent. of the total tonnage and was 1,122,- 
000 tons, or 16 per cent., less than was carried in 1908. The 
remarks that were made in regard to conditions in bituminous 
coal trade in the review of the Baltimore & Ohio report pub- 
lished last week apply equally to the soft coal traffic of the 
Erie. The depression in the soft coal trade lasted right up 
to June, 1909, but since that time the tonnage offered has 
greatly increased, and during the last three months the soft 
coal roads have been hard put to find cars and motive power 
to move all the coal offered for shipment. 

With this certain increase in business in the present year, 
and with the prospects of better general business coming from 
better business conditions, the indications are that the Erie 
will earn considerably more gross in the fiscal year 1910 
than in 1909. The revenues and expenses given for each 
month of the past year show that the reduction in operating 
expenses both for maintenance and for conducting transporta- 
tion were made largely in the last three or four months. This 
suggests the probability that the saving in the current year 
over 1908 should be at least as great as it was last year. 
While, therefore, if Mr. Harriman had lived there probably 
would have been no question that the Erie would have found 
a way of refunding its netes due in 1911, it seems probable 
that the affairs of the company are in such shape and its 
earning capacity so much improved that the company itself 
will be able to take care of its notes before 1911. 

The following table compares the results of operation in 
1908 and 1909: 


1909. 1908. 

: Average mileage operated.... 2,231 2,171 
Merchandise freight rev. ..$20,777,945 $20,009,171 
Coal freight revenue...... 14,411,844 13,837,170 
Passenger revenue ....... 8,880,634 9,489,449 

Total operating revenue...... 50,441,162 49,784,236 
Maintenance of way....... 4,232,407 5,911,414 
Maint. of equipment...... 9,648,980 10,654,742 
| errr 1,124,621 1,068,846 
SORRIOTEBIIOR. 6 éoceicwwies 16,616,181 17,793,522 

Total operating expenses.... 35,534,762 39,920,161 

OCR EO Cee eee eee 1,369,523 1,111,535 

Operating income............ 13,536,876 8,752,540 


16,812,879 
2,947,644 
381,927 
2,565,717 


Gross cornorate income...... 
Net income 
Additions and betterments.... 
Surplus 


* Deficit, 


11,669,038 
1,623,423* 

575,804 
2,199,226* 





GREAT NORTHERN AND THE BURLINGTON. 





The Chicago, Burlington & Quincy is controlled jointly by 
the Northern Pacific and the Great Northern througi the 
deposit of $107,613,500 stock of the C., B. & Q. under $215,227,- 
000 Northern Pacific-Great Northern joint C., B. & Q. collateral 
4 per cent. bonds. The Burlington is complementary to both 
the Northern Pacific and the Great Northern, but in some of 
the physical characteristics of road it has more in common 
with the Great Northern than with the Northern Pacific. Be- 
fore it was proposed to make a transcontinental line out of 
the Great Northern the company owned lines in Minnesota 
and North Dakota, with branches extending up into Canada 
that corresponded roughly to the mass of branch lines that 
the Burlington has in the territory west of Chicago. The 
Great Northern’s line, however, running west from North 
Dakota to the Pacific coast, has comparatively few branches, 
and its traffic is largely furnished by transcontinental busi- 
ness. 
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Both roads are comparatively lightly capitalized per mile. 
The following table shows the capitalization and earnings of 
the two roads per mile of line operated in 1909: 

c., B. & Q. Gt.Northern. 


Stock outstanding..............0. $11,939 $30,842 
*Funded debt outstanding ....... 19,932 14,691 
Total bonds and stock ............ 31,871 45,533 
BOE PURINE ook <6 55'0'a 0.056 0058 848 695 
fp ES ee ee ee ee 8,556 7,886 
ee SS ee ean 2,320 2,763 
Dividend rate, per cent. ........... 8 i 
ySurplus after persent of divi- 

Ae eee eer 377 409 
Approximate quotation for stock 

October 30, per $100 share..... 248 145 


*The joint N. P. and G. N. collateral notes secured by C., B. & Q. 
stock are entirely eliminated from this comparison. 

_ This is before any charge for additions or betterments made from 
income. 

The interest charges per mile on the Great Northern are 
noticeably low, and while its gross capitalization per mile is 
larger than the Burlington and its gross earnings smaller, 
nevertheless its operating income, which represents earnings 
after the payment of expenses and taxes and before the pay- 
ment of fixed charges, is higher by $443 per mile than is the 
Burlington’s. 

During the past five years ended with June 30, 1909, the 
Burlington spent $17,527,963 for construction (additions and 
betterments) from capital account, and $5,423,496 from income. 
In the same five years the Great Northern spent $17,207,859 
from capital and $15,656,776 from income. This is a total ex- 
penditure of $22,931,459, or $2,335 per mile of line operated 
in 1909 for the Burlington, and $32,864,635 total, or $4,828 per 
niile operated for the Great Northern. In arriving at these 
figures no account kas been taken of the payments for the 
securities of controlled lines, nor in the case of the Great 
Northern has any account been taken of advances to lines 
other than proprietary lines for construction expenses. 

The “extraordinary expenditures” charged prior to 1908 to 
maintenance of way and structures by the Great Northern 
have been included in the sums shown above as spent for 
additions and betterments. The much greater amount spent 
per mile for additions and betterments by the Great Northern 
probably does not indicate that its line is in any better shape 
than the Burlington, but indicates that the Great Northern 
needed to spend more money than the C., B. & Q. For main- 
tenance charges pure and simple, the two roads are spending 
much the same sums. In 1909 the Burlington spent $1,345 
per mile of first and second track, and $1,490 in 1908. The 
Great Northern spent $1,376 per mile of first, second, third, 
etc., track in 1909 and $1,382 in 1908. It will be noted that 
no account is taken of sidings and switch tracks. This is: 
because the Burlington does not give in its report a list of its 
siding and switch track mileage, so that to make a fair com- 
parison it is necessary to disregard this mileage on the Great 
Northern also. 

Both roads are Hill roads, although they have only two: 
directors in common, and the policy of both is the policy of’ 
James J. Hill. 

The character of operation in 1909 on the two roads is in 
part shown by the following table of averages: 


Burlington. Gt.Northern. 
rs 719,166 711,222 
Cars per freight train-mile...... 32 3h 


Revenue train load, tons......... 382 502 
Earnings per freight train-mile. .. $3:02 $4.09 
Earnings per ton per mile, cts.. 07 08151 
Passenger density ............. 114,892 72,032 
Earnings per pass’gr train-mile. . $1.56 $1.493 
Earnings per passgr. per mile, cts. 1.86 2.239 


The worst trouble with making any comparison between the: 
Burlington and any other road is that the figures given in ihe 
annual report are so exceedingly meager that it is imposs!ble- 
to get enough data for a full comparison. Moreover, in neither 
the Great Northern nor the Burlington annual‘ report are the 
detailed figures for expenses, as prescribed’in the classification 
promulgated by the Interstate Commerce Commission, given. 
It is desirable that stockholders should’ have more informa- 
tion about the management of this property than this, and 
there are considerable differences: of opinion among: railway” 
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men of the first class as to what it is proper to spend, for 
instance, for repairs of various classes of equipment. This 
more complete information should be placed at the disposal 
of the security holder. 

In the fiscal year ended June 30, 1909, the Great Northern 
had gross operating revenue of $53,700,000, a decrease from 
the revenues in 1908 of $700,000, or a little over 1 per cent. 
Total operating expenses were $32,550,000 in 1909, or $3,600,000 
less than in 1908. This decrease is equal to about 10 per cent. 
Revenue from freight was $39,500,000 in 1909, or 73.5 per cent. 
of total revenue, and $40,300,000 in 1908, or 74 per cent. of 
total revenue. The first half of the 1908 fiscal year was very 
prosperous for the Great Northern, while the first half of the 
1909 fiscal year was below the normal; so that, comparing 
these two periods, there was a net decrease in freight revenue 
up to January 31, 1909, when compared with the same months 
of the previous year, of $3,600,000. Improvement began 
shortly before February 1, 1909, and the corresponding months 
in 1908, it will be recalled, were ones of great depression; so 
that the freight revenue between February 1 and June 30, 1909, 
showed an increase of $2,750,000 over the corresponding period 
of the previous year. The number of tons of revenue freight 
carried one mile amounted to 4,842,000,000 in 1909. This is a 
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provision has been made for the retirement of the bonds. In 
1909 current assets amounted to $16,050,000, of which $9,144,000: 
was cash. This compares with current assets of $19,900,000 in 
1908, of which $11,700,000 was cash. Current liabilities 
amounted to $7,540,000 last year and to $7,042,000 the year 
before. 

Through the purchase of the controliing interest in the Colo- 
rado & Southern the Burlington has gained an outlet to the 
Gulf. The control of the Colorado & Southern was held by 
Edwin Hawley and associates, and was sold during the past 
year to the Burlington for $16,416,337. The road, which is 
not shown on the accompanying map, runs from Denver south 
and southeast to Houston, Tex., and from there has a line 
under construction to Galveston. To raise the funds neces- 
sary for this purchase the Burlington sold last year $29,000,000 
general mortgage 4 per cent. bonds of 1908-1958. In addition 
there were issued $4,522,000 general mortgage bonds in ex- 
change for underlying bonds and for bonds canceled and. 
retired through sinking fund operations. On June 30, 1909.. 
the company had cash on hand of $15,100,000. This compares 
with $5,300,000 in 1908. 

Total operating revenue last year amounted to $79,400,000 
as against $78,500,000 the year before. Total operating ex- 
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Passenger revenue amounted to $10,980,000 in 1909, 
against $11,190,000 in 1908. The number of passengers car- 
ried one mile was 490,400,000 last year and 493,000,000 the 
year before. The decrease in passenger mileage was due 
to a decrease of 3.83 per cent. in the average distance 
each passenger was carried, this distance being 68.2 miles 
in 1909. 

Last year $9,800,000 was spent for maintenance of way, as 
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against $9,600,000 the year before; but when reduced to a per 
mile basis we find that the Great Northern spent $1,376 per 
mile of first, second, etc., track, excluding switch tracks and 
Sidings, in 1909, and 1,382 in 1908. Maintenance of equipment 
as a whole cost $6,200,000 in 1909 and $8,200,000 in 1908. 
President Louis W. Hill says that of the decrease of $1,996,000 

' in the amount charged to maintenance of equipment, $995,921 
is on account of smaller charges for depreciation. During 
the year the original cost of all equipment was found, its 
Salvage value estimated, and the amount of depreciation ac- 
crued to July 1, 1909, ascertained. 

Transportation expenses totaled $14,800,000 last year as com- 
ePared with $16,650,000 the year before. This is a decrease of 
11 per cent. compared with a reduction of 2.26 per cent. in 
the total train mileage. 

During the year there was a net increase of $2,000,000 in 
the amount of bonds outstanding in the hands of the public. 
The St. Paul, Minnesota & Manitoba second mortgage, under 
which there were outstanding $3,368,000 6 per cent. bonds, 
Which matured October 1, 1909, were paid off. The Manitoba- 
Dakota extension mortgage, under which there were outstand- 
ing $3,035,000 6 per cent. bonds, matures November 1, 1910, and 


left, after the deduction of taxes, operating income in 1909 of 
$21,400,000, and in 1908, $20,000,000. The revenue from freight, 
which amounted to $52,800,000 last year, was only slightly 
less than the year before, and the revenue from passengers 
was $19,800,000 last year as against $18,800,000 the year before. 

Tons of revenue freight carried one mile totaled 6,682,000,000: 
in 1909 and 6,656,000,000 in 1908. The number of passengers 
carried one mile was 1,066,000,000 in 1909 and 1,016,000,000: 
in 1908. 

The following table compares the results of operation of the: 
Great Northern in 1908 and 1909: 


1909. 1908. 
Average mileage operated . 6,808 6.594 
Freight revenue ........ . $39,464, 811 $40,311,420 
Passenger revenue ........ 10,977,948 11,189,553 
Total operating revenue ....., 53,587,444 54,429,633 
Maintenance of way ...... 9,797,370 9,588,747 
Maintenance of equipment . 6,173,847 8,170,109 
WE SMMEIG Cage Sa eee cecares @40 745,847 731,337 
TYAMSNOTtAtION ......0< sews 14,822,546 16,652,135 
Total operating expenses ... 32,553,487 36,146,236 
5 en he reny cn ee aa 2,570,372 2,288,179 
Operating income .:......... 18,812,783 16,317,142 
Gross corporate income ...... 22,566,583 20,164.477 
Net corporate income ....... 17, 487,434 14,990,314 
Do “SA eer rae 14:697.473 12,521,482 
ee See Cee eee 2,112,101 2,174,362 
RS er rrr 677,861 294,470 
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The following table compares the results of operation of 


the Burlington in 1908 and 1909: 
1908. 


$53,036,306 
18,819,239 
78,459,064 
14,603,477 


*Average mileage operated ... 
Freight revenue 
Passenger revenue 
Total operating revenue 
Maintenance of way 13,203,214 
Maintenance of equipment.. 13,510,266 
Traffic 1,594,996 
TWAREROFERRION «occces evo 24,927,016 
Total operating expenses 55,347,759 
Taxes 2,546,928 
Operating income 21,361,263 
*Gross corporate income . . 20,889,471 
Net corporate income 12,338,136 
Betterments 2,268,816 
Dividends 8,867,128 
Surplus 1,202,192 


*This is for all roads operated and controlled, and the figures for 
revenue and exnenses are also for operated and controlled roads. — 

+It will be noted that in both 1908 and 1909 there was a debit bal- 
ance for “rents balance, income from securities owned and other income 
cand interest.” 


,282 
$52,768,763 
19,797,152 
79,414,357 


2,484,031 
20,005,003 
19,758,390 
12,115,489 

3.225,994 

8,867,128 

22,367 





NEW BOOKS. 


New York Tunnel Extension of the Pennsylvania Railroad. Intro- 
ductory paper by Charles M. Raymond, and account of the East 
river division by Arthur Noble; reprinted from the Proceedings 
of the American Society of Civil Engineers. 


We have already published an abstract of the first of these 

two important papers in the Railroad Age Gazette. The pres- 

ent pamphlet, of 44 pages, fully illustrated with plans and 

profiles, presents the material in handy form for filing. The 

price of the pamphlet is not stated. 

Railway Freight Rates, the legal, economic and accounting principles 
involved in their fundamental determination. By Maurice H. 
Robinson, Professor of Economics at the University of Illinois. 


Pamphlet; paper covered; 32 pages. Reprinted from the Yale 
Review, New Haven, Conn. Price 10 cents. 


Readers of the Railroad Age Gazette will recollect that Pro- 
fessor Robinson’s admirable study of freight rates was pub- 
lished in these columns in serial form, by permission of the 
Yale Review. Professor Robinson has written a discussion of 
freight rates from a historic or phiiosophic point of view, 
which is easily the leading work on the subject in this coun- 
try, and the low price at which the pamphlet is distributed 
ought to place a copy in the file of every student of trans- 
portation. 


The Atchison Railroad; Its Progress from 1897 to 1909. _ By Chas. F. 
Speare. Republished from the Evening Mail. Pamphlet; 27 pp.; 
6 in. by 9 in. Price, 25 cents. 


Mr. Speare has brought out a new pamphlet in the Evening 
Mail’s railway series, the former ones having dealt with the 
Gould lines (1908); the merged roads of Mexico (1909); the 
Seaboard Air Line (1909), and the Western Maryland (1909). 
Like the other pamphlets, the one at hand is a full and com- 
prehensive description of the salient points of the property, 
which is described both from a physical and from a traffic 
point of view. Mr. Speare knows what the important things 
about a railway are, and describes properties with accuracy 
only slightly tempered by his unfailing optimism. 

By Charles Protens Stein- 


eRoy Hayden, Schenectady, 
284 pages; 6 in. x 9 in.; 46 illustrations; 


General Lectures on Electrical aoe. 
ert, A.M., Ph.G., edited by Joseph L 
cloth. 


While the scope and range of the lectures in this book are 
broad and general, the reader must be a pretty thoroughly 
trained eiectrical engineer in order to read them with com- 


Robson & Adee. 
Price, $2.00. 


plete understanding. As student lectures they must have been 
delivered to the advanced classes. With this preparation they 
will be found to be exceedingly interesting and possessed of 
all the clearness which characterizes Mr. Steinmetz’s method 
of putting things. They deal with the problems of generation, 
control, transmission, distribution and utilization of electric 
energy; that is, with the operation of electric systems and 
apparatus under normal and abnormal conditions and with 
the design of such systems, but the design of the apparatus 
is discussed only so far as it is necessary to understand their 
operation and so judge of their proper field of application. 
There are 17 lectures in all and they treat of the higher 
problems, that do not fall to the lot of every engineer to 
meet, although every engineer should know how to solve 
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them. These problems are stated, and there is a general dis- 
cussion not only on the proposition itself but on the difficulties 
that will be encountered and the general principles involved 
in overcoming them. 

The first lecture is a general review, in which the methods 
of transmission are touched upon, and this is followed by 
direct current distribution, the load factor and cost of power, 
long-distance transmission, higher harmonics of the genera- 
tor wave, high frequency oscillations and surges, generation, 
hunting of synchronous machines, regulation and control, 
lightning protection, the electric railway and the characteris- 
tics of its motor, the alternating current railway motor, elec- 
trochemistry, the incandescent lamp, and arc lighting. 

Quoting from the preface: “Because of the nature of the 
subject, the treatment is essentially descriptive and not 
mathematical; that is, it comprises a discussion of the dif- 
ferent methods of application of electric energy, the means 
and apparatus available, the different methods of carrying 
out the purpose and the relative advantages and disadvantages 
of the different methods and apparatus which determine their 
choice.” While the nature of the text is such that it does 
not lend itself readily to indexing, the book would be of more 
value for reference if an index had been provided, or at least 
a table of contents. 

In addition to the 17 lectures that form the main portion 
of the book, there are two appendices, which are papers read 
by the author before the Society of Illuminating Engineers on 
Light and Illumination and before the National Electric Light 
Association on Lightning and Lightning Protection. 

These are masterpieces of cleanness of elucidation and can 
be read with profit and intelligence by any educated man. In 
the first he lays down the principles of light energy and il- 
lumination and sets forth a theory of radiant energy that is 
of course scientific, and thereby reasonable, especially in that 
it tends to reduce the principles of radiant energy and in- 
crease the comprehensiveness while reducing the number of 
the laws. It is especially valuable in its suggestions as to 
the methods that should be pursued under different conditions 
and requirements of lighting, and shows the effect of color 
and why those effects are produced. There is one assertion, 
however, that must be questioned seriously. On page 238 the 
author says: “If you have a green light and a red light, 
which at a certain distance appear equally brilliant to the 
eye, * * * at greater distances you will see the green 
light fairly brightly, while the red is almost invisible.” This 
is so diametrically opposed to practical experience with the 
side lights on vessels, and the signal lights on railways, where 
the red light can invariably be seen at a greater distance than 
the green, that it leads one to ask the character of the glass 
with which the other results were obtained or the peculiarity 
of the eyes that can see so differently from the majority of 
men. In the same way, in discussing the cause and effect of 
lightning discharges, the author puts the increase of po 
tential which causes the discharge as the effect of the aggre- 
gation or uniting of a number of smaller particles into a 
larger one, and cites the fact that a heavy downpour of rain 
accompanies a flash of lightning as proof that the forma- 
tion of the big drops was a contributing cause of the flash. 
It would have been a valuable addition to this paper if the 
author had cited in some detail the observational data and 
experiments upon which this assumption is based, for it, too, 
diametrically contradicts previous hypotheses on the subject. 
Similarly, the old cherished notion that heat lightning is 
merely a reflection or refraction of a storm so distant that we 
cannot hear the thunder is upset, and we are told that we 
must go back to the suppositions of the past, and regard heat 
lightning as an entity in itself. This is interesting, but the 
proof is lacking, nor is there any explanation of the fact that 
heat lightning invariably occurs when it is dark, and always 
on a far-distant horizon, and that thunderstorms, when re 
ported, are found to have been raging in the quarter where 
the heat lightning was seen. 








NOVEMBER 12, 1909. 


RAILROAD 


Letters to the Editor. 


WHAT'IS A REASONABLE RATE? 








New York, Nov. 1, 1909. 
To THE Epiror OF THE RAILROAD AGE GAZETTE: 

I congratulate the Railroad Age Gazette on the editorial in 
the issue of Oct. 29 headed, “What is a Reasonable Rate?” 
It is really admirable. The statements and conclusions are 
perfectly true and well expressed. Nothing can be better than 
the concluding part. 

“Numerous reductions in railway rates have been asked 
for by shippers and travelers, or actually required by legis- 
latures-and commissions, during the past two years, not on 
the ground that they were excessive for the services rendered, 
but on the ground that the roads were making too much 
money. The roads usually are trying to meet the issue by 
seeking to prove that they are not earning more than a 
‘fair return on the fair value of their property.’ This seems 
to be a serious tactical mistake. It is a good way to win a 
battle and lose a campaign. It is a good way to win a few 
rate cases now and get the cost of service principle so firmly 
fixed in the law as to cause many cases to be lost in future 
and rates to be regulated permanently on principles that will 
be disastrous to railways and public. We believe we speak 
the words of truth and soberness when we say that the rail- 
way counsel who shall present the issue of rates based on 
value of the service versus rates based on the cost of the 
service to the Supreme Court of the United States so as to 
get an explicit decision in favor of the former will confer as 
great a benefit, not merely on the railways, but on the Amer- 
ican people, as there is to-day opportunity for an American 
lawyer to confer.” 

1 would like to see the above put in large type and posted 
in every railway attorney’s and counsel’s office. I fear that 
the cost of service principle is already fixed in the law and 
that it will be extremely difficult to establish a rational 
method of ascertaining the reasonableness of rates. It is cer- 
tain that a vast amount of old rubbish, the accumulation of 
many years, will have to be removed before we can look for 
reform. Managers of railways have no one but themselves 
to blame for the disastrous effects of their short-sided policy, 
“the tactical mistake of endeavoring to win a battle and lose 
a campaign,” as the writer of the editorial has so well ex- 
pressed it. Many years ago I pointed out to my railway 
friends the danger of endeavoring to justify their rates on 
the ground of the ccst of transportation and since then I 
have always deprecated these efforts as fallacious and im- 
politic. The cost of transportation theory naturally led to 
the equally fallacious doctrine of “fair return on the fair 
value of the property,” and this in turn led to the theory of 
valuation of railway properties as a basis for rate-making, 
and finally to the practical application of that theory. by the 
Interstate Commerce Commission in deciding the Spokane 
case, HENRY FINK 

Chairman of the Board, Norfolk & Western. 


Contributed Papers. 


ERECTION OF THE BROAD RIVER VIADUCT; CARO- 
LINA, CLINCHFIELD & OHIO. 














The completion of the Broad river viaduct of the Carolina, 
Clinchfield & Ohio on October 31 marks the closing of the last 
gap in the construction of the line from the coal fielcs to 
the markets of the South. By the middle of this month trains 
Will! be running through from Dante to Spartanburg. The 
following memorandum shows the rate of progress of the 
erection of the viaduct. It was just sixty days from the date 
of ‘he commencement of the unloading of the steel on the 
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ground that the rails were connected. The total length is 
1,360 ft. 

Dimensions of the bridge are as follows: 
TOCA WUE GL BUCCI WORN Hos. oso eiv eidieiccknisis cen Oe wees 1,882 tons 
TEOGRE TOME OF BECOIWOLE. 6660 ccc cece eeeeweecanseeers 1,360 feet 
TIGINE CL Fat BEOCG TOW WEEE. 5.6 oe ei eceeewnds 160 “* 
De (COR ONIN os di ieee a co sisig es wie Ca oe mee BER 200 ‘“ 
aE CUM INS oo, ae <6, w rareg) oe Ge Laine B48 oleae arerere a“ 
RR ere Pere ee ee er rea 375 tons 


Approach viaduct, 40-ft. towers, 70-ft. spans. 
Masonry abutments and pedestals, 1,250 cu. yds - 


All channel piers are founded on-hard rock,. which in many 
cases necessitated excavating. to a-depth-of over 25 ft. below 
the bed of the river, to the mica schist, sandstone or quartz 
rock. The material thus removed was a. disintegrated mica 
schist and clay, with some river mud and cobblestones or 
coarse gravel. 

The contractor for substructure was J. C. Dunn, Cleveland, 
Ohio, as sub-contractor for MacArthur Brothers Company, 
New York. The contractor for steelwork and erection was the 
Pennsylvania Steel Company. 

The progress of the work was as follows: 


Pennsylvania Steel Co. began unloading Sept. 1, 1909. 
** erected bent No. 1 Sept. 
at < “erected span No. 1 ~~ 3. 

Lucius Company derrick ear arrived Sept. 7 

“ready, began work Sept. 9. 
Completed viaduct erection to bent No. 13 Sept. 27, a. Mm. 
Began A tower, north side of channel, Sept. 27, p. m. 
Completed A tower, north side of channel, Sept. 30. 
Erected timber bent on A tower Oct. 
Had completed approach span to A ‘ower, also end posts, batter 
posts and bottom chords of trusses, Oct. 

Completed erection of lower part of pe tower (bents 18 and 19) 
> temporary position in river, with temporary 70-ft. span as falsework, 
Oct. 8. 

6 iC ew six of ten 20-ft. panels of truss to end of 40-ft. tower, 
et 

Completed erection south A tower, 
side of it, Oct. 19. 

70-ft. girders in temporary position to south A tower, thus com- 
pleting falsework and blocking, Oct. 20. 

Last pin driven and 200-ft. span completed Oct. 24. 

Lucius Co. derrick car transferred to Spartanburg end of viaduct 
on Oct. 22. 

Was set up ready for work morning of (Sunday) Oct. 24. 

But as locomotive taken away by superintendent, began work Oct. 25. 

Lucius car erected the two south 10-ft. spans, the spring bent, one 
40-ft. tower and girders and assisted in completing tower adjacent to 
south A tower Oct. 30. 

Both derrick cars completed 70-ft. span (19-20) Oct. 31, noon. 

Track connected Vct. 31, 2:30 p. m. 


In addition to supplying an extra derrick car for this work, 
the Meadows Company built a service track from the north 
end of the crossing, below viaduct and across the river to the 
south bank, to bent No. 20, for the delivery of steelwork, con- 
venient to be handled by the Pennsylvania Steel Company 
working at level of the main track. The derrick car of the 
Lucius Company unloaded al] material: from cars and placed 
it on dolly cars running on the service track, down which it 
was lowered by hoisting engine, also furnished by the Meadows 
Company. 

No work was done Labor Day, September 6, but work was 
prosecuted on all Sundays, save one, on which day local people 
ordered the sheriff to interfere. No casualties of any serious 
nature occurred, despite the dangerous character of the work, 
save the usual slight bruises incident to any work. 


including timber bent on river 





THE SUPERVISING STATION AGENT. 





The following is from a report by C. A. Preston, superin- 
tendent of the Middle Division of the Pennsylvania. (There 
is an officer with similar duties on the Philadelphia division.) 

A staff officer in charge of station agencies was employed 
on the Middle Division of the Pennsylvania December 1, 1905. 
This officer is the head of a separate and distinct department, 
and reports to and receives his instructions from the super- 
intendent and is a regular member of the division staff. He 
has charge of all passenger and freight stations, sidings and 
other property in the jurisdiction of the station agent. He is 
responsible for the management of passenger, baggage, freight 
and scale agencies, and for the proper discharge of the duties 
by persons employed thereat. He must see that the station 
grounds are properly cared for and the force and facilities 


-arranged to the best advantage to meet the requirements of 
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the business. He must know the generai nature of the busi- 
ness at each agency and report upon the qualifications of the 
agents and their force. In the performance of these duties 
he is expected to visit each agency frequently and make regu- 
lar inspections as to order, cleanliness, facilities and general 
conduct of the station; make recommendations as to changes, 
promotions, increase or decrease of force and the disciplining 
of men; make recommendations as to new sidings or in- 
creased siding or other facilities at stations; handle all sta- 
tion car reports and look after delayed cars; pass upon and 
approve requests for passes and requisitions for supplies; 
handle all instructions issued through the superintendent to 
agents; investigate all complaints against agents or their 
assistants, and handle all correspondence pertaining to agents 
and all claims for loss of damage. 

In short, the supervising agent has charge of all business 
pertaining to agents and their force at all stations in the 
jurisdiction of the superintendent. 

The incumbent is a man who had about 14 years’ experience 
in agent’s work, and about two years in the trainmaster’s 
office, having thus had some experience in handling men, as 
well as thorough knowledge of the details of station work. 
The results obtained are very satisfactory, and the superin- 
tendent is enabled to put himself in much closer touch with 
the agents and their work than he could otherwise. 

There is no doubt in my mind that such an Officer is needed 
on all important divisions. 





RAILWAY BUSINESS ASSOCIATION. 





The first annual dinner of the Railway Business Associa- 
tion was held at the Waldorf-Astoria, New York, November 10. 
Covers were set for over 600 guests, and the list included 
representation from all parts of the country. The speakers 
included Hon. John C. Spooner, former United States Senator 
from Wisconsin; W. C. Brown, president of the New York 
Central; E. P. Ripley, president of the Atchison, Topeka & 
Santa Fe; W. H. Marshall, president of the American Loco- 
motive Co.; and Hon. W. P. Hepburn, of Iowa. The toasts 
were: The Public and the Railways, Mr. Spooner; The Na- 
tion’s Farms, Mr. Brown; The Railways and Public Approval, 
Mr. Ripley; The Equipment Industries and Railway Pros- 
perity, Mr. Marshall; Popular Sentiment and Railway Legis- 
lation, Mr. Hepburn. The audience was most enthusiastic, 
and expressed vigorous appreciation of the important work 
which has been done by Mr. Post and his associates. 

At the business session, held Wednesday morning, reports 
were received from the president, treasurer and executive 
committee, and new committees were chosen to serve for the 
ensuing year. The addresses of the president and of the 
executive committee are given, in substance, herewith. The 
treasurer’s report and the lists of new committees are given 
in the General News Section. 

All of the officers were re-elected for another term. 

MR. POST’S ADDRESS. 

George A. Posi, toastmaster, spoke in part as follows: 

Whence come we whose interests are represented in the 
Railway Business Association? From factories, furnaces, 
mines, lumber camps; from laboratories, chambers where in- 
ventive genius solves problems of mighty importance to the 
needs of civilization, and from offices where fecund minds 
plan enterprises requiring the employment, of: hundreds of 
thousands of American working men., Ours is an industry 
upon which not less than six million. Americans depend for 
food, raiment and creature comforts. 

In the carrying on. of our activities, we give no offence to 
the public. We enhance their comfort physically and commer- 
cially. We study assiduously the means whereby transporta- 


tion may be quickened, and markets reached for products 
which but for our fabrications would have no chance to find a 
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customer. We are taxpayers of millions, and as shippers we 
pay freight tolls running into fabulous figures. In the cour 
munities where we are located we are respected, and are im- 
portant factors in the stability of realty values and in ihe 
support of municipa] government. 

We have no enemies of our own, but the enemies of our culy 
customer—the railways—cannot wreak their vengeance upon 
them without inflicting deep and dangerous wounds upon us. 
Every missile hurled at them hits us, too. Every dollar’s 
diminution of their revenues taps our till and robs our em- 
ployees of work. Is it any wonder that we have organized? 
The only wonder is that we did not organize long ago. Is it 
any wonder that we want public hostility toward railways 
to be abated? It is a matter of life and death to us. 

Not as minions of the railways have we organized. Right 
here, in order that our position may be made clear, I desire 
to make a statement, which, it is hoped, will forever dissipate 
the suspicion, if there be such, that the Railway Business 
Association is but the lackey of the railways. 

It is this: The manufacturers of railway equipment and 
materials, contractors in construction, and dealers in miscel- 
laneous supplies, who constitute the membership of our asso- 
ciation, are in nearly all cases deeply financially interested in 
the concerns with which we are connected, many of us having 
practically our earthly all invested therein. Upon the success 
or failure of our undertaking hangs our personal solvency, 
and the weal or woe of our dependents. On the other Land, 
it is seldom that those who are charged with the management 
of railways have any serious financial stake, beyond their 
official salaries, in the outcome of their operations. Bad years 
do not have for them the personal pinch that attaches to the 
manufacturer whose business is paralyzed. Anxiety of a kind, 
of course, possesses the railway manager confronted with cor- 
porate deficits, but it differs widely in poignancy from that 
which empties the pockets and bankrupts the individual. 

From the foregoing comparison of the respective interests, it 
ought to be clear that public wrath toward railways has a 
terror of malign consequences for the railway supply man 
greater and graver than for the average railway manager. 
In whose interest then, think you, we are organized? Our 
own! We are actuated by an enlightened selfishness. We 
admit it. But by that admission we should stand acquit and 
free in the public mind of any possible charge of being domi- 
nated by the railways. We are dominated only by that most 
potent of all human desires—self-preservation. 

For a year the Railway Business Association has beer in 
existence. _We have counseled together, we have studied with 
grave concern, and with a zeal born of our necessities, the 
situation which has in the recent past projected itself upon our 
every waking moment. We have conferred with many raiiway 
officials. Ours was a new and novel undertaking for them and 
for us. But when our objects were understood by them, they 
have given us their confidence. They have applauded our in- 
dependence. They have respected our frankness. 

We are not a “Faith Cure League,” a “Sunshine Guild,” nor 
purveyors of “Moonshine.” We are business men who want 
business. We do not want political offices; we want orders. 
We cannot have orders unless our customers are prosperous, 
and they cannot prosper against a stiff current of public hos- 
tility. Our plea for the railways is not to “Let us alone,” 
but the shibboleth of our campaign is an appeal to all con- 
cerned: “Let us behave!” : 

This appeal is made to railway folks from baggage handler 
to executive; to those who are patrons of the railway and to 
public officials clothed with authority in dealing with railway 
matters. It is the high hope of the Railway Business Asso- 
ciation that the time may come’ when public wrath ‘will be as 
quickly aroused against anyone who would seek to harm a 
properly conducted, square-dealing railway, as it would be 
aroused against an offending railway. The condition prece- 
dent to this state of the public mind is that unremitting a:ten- 
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tion be given to that branch of railway engineering having for 
its function the maintenance of public good will. 
ANNUAL REPORT OF THE GENERAL EXECUTIVE COMMITTEE. 

The Railway Business Association was organized one year 
ago with the view of ascertaining what the railway supply 
industries can do to create a public opinion more friendly 
to the railways. This, it was believed, could be done not only 
without detriment to the general and individual interests of 
the public, but to the advantage of everyone. After twelve 
months of conference and effort, we believe it has been demon- 
strated that such an organized endeavor can be developed into 
an agency which will substantially and permanently benefit 
the business interests of the country. 

The members who founded this association entrusted to 
your committee the framing of a policy. This they did with 
one distinct understanding. Having on the roll members ot 
various political parties, holding diverse views as to public 
questions, the founders of the organization drew the line 
clearly that no action should be taken in matters of public 
policy except such as would directly tend to promote wisdom 
in railway regulation. To that line we have hewn. We have 
taken no part in the affairs of any party or faction, or in 
the discussion of any question except railway regulation; and 
our experience with this method leads us to the conclusion 
that it should be uniformly adhered to in the future. 

Concerning the relations of the association to the railways, 
the committee determined to maintain complete independence 
of the railway officers. There were obvious objects in this. 
First, it seemed desirable for an interest composed of success- 
ful managers of enterprises employing as many men as the 
railways themselves to consider the subject in their own 
atmosphere of competitive commerce rather than in the rail- 
way atmosphere, and to have their activities determined not 
only in appearance but in reality by the men who had accepted 
a responsible official relation to the organization. Second, it 
was hoped that any achievement which we might be so fortu- 
nate as to accomplish would give us more influence with the 
railways if what we did were done by us alone, and that such 
influence would materialiy assist on the railway side in bring- 
ing about conciliation. Again, it was hoped that when our 
independence of the railways came to be generally understood, 
we could command public attention and approval as we might 
not be able to do if we were believed merely to echo the 
voice of the railways. 

Our relation with the railways we have further limited by 
not discussing any matters which might arise between them 
and their own employees, or any proposed matters primarily 
having railway employees as their beneficiaries. 

Strict conformity to these limits has, in our judgment, con- 
tributed materially to the efficiency of the movement, and 
cemented the solidarity of the membership, while losing us no 
Support in any quarter. 

The work of this association is the first effort of its kind 
made by business men who, while dependent for their trade 
on railway prosperity and hence more keenly appreciative than 
other shippers of the damage done when railways are attacked, 
are yet themselves tonnage producers seeking good service 
and fair rates and in a position to sympathize more closely 
than railway officers with public sentiment. 

Our hope was that through this peculiar relation we could 
place ourselves in the position of a conciliator between the 
public and the railways, securing concessions from both, and 
lifting the discussion of railway questions to the plane of com- 
mercial amity. It was, of course, necessary that we should 
win the confidence of both parties. We venture to think that 
this has been accomplished. . 

The public, speaking through boards of trade, through the 
Press and through political representatives, has in striking 
Ways shown that large employers, appearing in their own 
interest and asking only fair and moderate consideration of 
Measures affecting them, are welcome. We do not cherish 
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any illusions. We know that members of boards of trade and 
other commercial organizations which at our suggestion 
adopted resolutions urging conservatism in railway regula- 
tion will in the future as in the past criticize railway prac- 
tices and advocate new measures of regulation. We remember 
that the press, in recognizing the need for legislative caution, 
has frankly reiterated its independence. We are well aware 
that those legislative bodies which on behalf of temporarily 
crippled industries postponed this year many pending bills 
affecting railways will continue to consider and to adopt rail- 
way legislation in the future. All these representatives of 
public opinion, however, have cordially acknowledged the 
worthiness of our motive, our right to be heard, and our 
frankness in conceding the need of regulation as well as of 
some voluntary changes in railway practice. 

Conditions have been created for bringing about permanent 
and thorough-going results. The work must go on. We do 
not pretend that during the past year there has been any 
considerable constructive accomplishment. In the very nature 
of things what has been done was experimental and prelimi- 
nary. It was necessary for us to demonstrate how large and 
potent an interest we represent. For this purpose we seized 
upon and emphasized the temporary unemployment due to the 
industrial depression now already passing into history. In 
asking on behalf of idle workmen that all new measures affect- 
ing railways should be postponed without debate as to their 
ultimate merits we did not enter upon any discussion of the 
principles embodied in the bills. 

To the number of many thousands our members have circu- 
lated among their employees a pamphlet written by a member 
and addressed to his men, pointing out that to attack the 
railways which use the goods ‘the workingman makes is to 
attack the workingman, and urging employees to “explain to 
the public with whom they come in contact the difficulties of 
the railway side of the question and with equal persistence 
explain to the railway men the public side of the situation.” 
Many newspapers have recently emphasized the boomerang 
character of an attack upon the railways. In these and other 
ways a considerable number of persons have had this view of 
the case called to their attention. 

But if substantial progress has been made—and there is no 
doubt about this—in convincing the public that unwise re- 
striction of railways curtails industrial employment and thus 
hurts all business, yet even with respect to this fundamenial 
proposition the numbers to whom it has been directly ad- 
dressed are as yet comparatively few. 

A public not continually reminded will soon forget the con- 
nection between railway baiting and unemployment. . The 
reckless purveyor of misinformation has nothing to fear but 
the facts. When there is no organization alert to expose his 
misstatements he can say anything he pleases, and the victims, 
if they are silent, appear to give consent. 

Even if anti-railway agitation, recently much diminished, 
should remain quiet for many years there would remain the 
necessity of laying true statements of fact and sound: views 
before public officials whose intention may be good but whose 
knowledge and experience of transportation matters is limited. 

The next few months will be very important in the field of 
federal legislation. Many states, too, will doubtless model 
their methods of regulation upon federal law, and indeed in 
many respects will be obliged to bring their statutes into 
conformity with them. Policies adopted by the Sixty-first 
Congress will have a widespread and possibly long-continued 
effect. Should this work at Washington be performed with 
incomplete consultation as to the fundamental business con- 
ditions and principles involved, who will venture to predict. 
what legislative experiments may be undertaken, or what 
disturbance to industry and business they may precipitate? 
Should the new legislation (if any), however, be framed in the, 
full light of knowledge and with an absence of retaliatory 
animus, a policy of regulation may be established acceptable 
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alike to the public and the railways, and reasonably certain 
to assure equitable treatment for all and adequate development 
of facilities. 

The manufacturers of railway supplies have a right to be 
heard on these questions. More than that, they are peculiarly 
equipped to be of service to the country in helping to decide 
them. 

It is our settled conviction that no real benefit can come 
from a general program of obstruction to regulation. Regu- 
lation has come to stay. There will be commissions whether 
railways like it or not. Much of their work is performed 
under difficulties, and it behooves those whose business inter- 
ests are involved in the wisdom of the decrees to help rather 
than hinder the commissioners. 

The railways now have a lively appreciation of the contri- 
bution which they must themselves make to any permanent 
solution. Through special magazines, bulletins and otherwise 
they are urging their men to meet the public desires. The 
mere concentration of so many minds upon this problem in- 
sures results. Nevertheless your committee believes that our 
association has an important function in making studies of 
public complaints and submitting recommendations with re- 
gard to them to the railways. 


Portions of the public often ask for what they ought not to 
have and what it is not in the public interest for them to have. 
An appalling mass of bills confronts Congress and every state 
legislature at every session. Of bills including all subjects, 
Congress and the 39 state legislatures which were in session 
in 1909 were asked to consider 73,770. The wasted energy 
represented in getting rid of this burden of proposals meas- 
ures the difficulty under which the law-makers labor in sort- 
ing out that which is necessary and wise from that which is 
a mixture of misinformation, prejudice and rash faith in legis- 
iative experiment. It is physically impossible for legislators to 
spread their attention over so many suggestions and still give 
adequate heed to the prevention of mistakes in the bills which 
become laws. 


It is of the utmost importance to every interest in the coun- 
try that the volume of legislation proposed or enacted should 
be radically reduced. The public must be kept continually 
reminded that hasty and ill-considered laws entail injury to 
business and curtail employment. 


We find it to be the conviction of many business men and 
other members of the general public that a large part of the 
antagonism to railways has its origin in displeasure over 
what seems to them inconsiderate treatment given by the rail- 
ways. Our representations might go far to solve the whole 
question if we could induce the railways to redouble their 
efforts in the direction of strengthening the personnel of those 
grades of their employees who come most in contact with the 
public and have most to do with forming public opinion. What 
has followed because of shortcomings in this direction in the 
past will foilow again if the same conditions are present. 


Many thoughtful observers look forward with grave appre- 
hension to another reaction of public feeling against the rail- 
ways. They fear that the least evil which could attend such 
a reaction would be renewed efforts to have the government 
more and more absorb purely managerial functions. The 
popular mind is confused as to what features of railway man- 
agement should be the subject of regulation and what features 
left to the discretion of the railway officials. A broad under- 
standing of this distinction by the public can alone assure a 
national policy of regulation permitting the railway managers 
reasonable discretion and making the business of railroading 
and the investment of capital therein safe and profitable. 

Increased absorption by the government of managerial func- 
tions is a great evil to be feared from future reaction. Every 
step further toward governmental supervision of purely oper- 
ating matters is a dangerous stride toward government owner- 
ship, which has not yet been advocated in the national plat- 
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form of either of the great political parties, and if public sen- 
timent is thoroughly educated will never be so advocated. 

Anyone who is able to give a description of real abuses 
which his hearers recognize as having at least a basis of truth 
will always find a numerous following predisposed to believe 
the worst concerning those who have power or wealth. Arro- 
gance and disregard of the reasonable desires of railway pa- 
trons inflame those who are immediately affected by them, and 
give opportunity for arousing widespread resentment among 
the masses of the people. If the return to prosperity and the 
present recession of hostility against the railways should foster 
heedlessness and result in a lapse into practices open to just 
criticism, this will furnish material for a new anti-railway 
campaign. 

To avert this calamity, the best efforts of all concerned, and 
especially those closely concerned, should be freely given. 
Your commiitee believes that the Railway Business Associa- 
tion should be made a permanent organization. It should 
have for its purpose to assist the railways on the one hand 
in their problem of pleasing the public, and to exert on the 
other such an influence on the public and public officials as 
will tend to promote wise regulation fair alike to the: public 
and the railways. 





THE EQUIPMENT INDUSTRIES AND RAILWAY 
PROSPERITY.* 


BY W. H. MARSHALL, 
President, American Locomotive Co. 

During our one year of existence as an association we have 
had ample opportunity to study the situation. Two facts stand 
out prominently; first, that we are suffering from an excess of 
legislation, and second, that for some reason the managements 
of railways, in too many cases, do not reach the heart and 
sympathy of the people. 

Few are aware of the total volume of legislation placed an- 
nually upon our statute books. In the last regular session of 
Congress there were introduced 28,440 bills, and in the 1909 
session of 39 state legislatures there were introduced 45,330 
bills, or a total of 73,770. During that period Congress enacted 
326 bills (exclusive of pension bills) and the 39 state legis. 
latures 12,508, or a total of 12,834 bills that became laws. In 
the session of the British Parliament, completed in 1908, 547 
bills were introduced and 239 became laws. In the United 
States there was one bill introduced for every 1,000 inhabitants 
and in Great Britain one for every 77,000. In the United 
States there was one bill enacted for every 6,000 inhabitants, 
while the British Parliament enacted one for every 175,000 
inhabitants of the United Kingdom. Does not even a most 
charitable contemplation of this volume of legislation force 
the conclusion that it cannot all be deliberate or wise, or just 
or necessary? Is not the necessity of culling out over 60,000 
proposals to legislate a most serious matter? And can anyon? 
doubt that the weeding out process should have been more 
complete and that we all would have been better off with much 
less than 12,834 new laws? 

The great volume of legislation leads to much that is incon 
sistent. State laws conflict with federal laws and are at 
variance with the laws of other states. A railway finds it is 
compelled to do in one state something it is prohibited from 
doing in’ an adjoining state and must at times go to the 
courts to determine which of the two laws it will obey, it 
being impossible to conform:to both. This confusion will 
not’ disappear until the volume of new legislation is reduced 
to an amount that will permit of proper care in the prepara- 
tion of each and every law. When this is accomplished we 
shall have fewer new laws and they will be the kind we need. 

One: great obstacle to the correct framing of proposed laws 


— 
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is the suspicion with which most attempts to enlighten are 
received. Perhaps it is unfortunate that expert knowledge of 
the subject with which it is intended to deal is generally found 
chiefly among those to be affected by the legislation, for the 
reason that information from such sources is considered to be 
prejudiced. But legislation to be right must be based upon 
knowledge, and if that knowledge can be made complete only 
by contributions from interested parties, it is the duty of our 
legislators to throw aside suspicion and consult those who will 
be affected by the proposed legislation. To justify such a 
course their advances must be met by perfect frankness, and 
a cordial recognition of the rights of the public. Unreasoning 
opposition to legislation as such will’ not succeed. That which 
is unnecessarily restrictive or injurious in proposed legisla- 
tion must be shown to be so with reasons that are true and 
convincing. Lack of frankness in the past and failure in too 
many cases to freely concede to others their rights undoubtedly 
accounts for much of the antagonism of recent years, and it 
would seem as if the rapidity with which it is to be eradicated 
will be measured by the completeness of the change in attitude 
on the part of the railways and other corporations. 

It is also true that in the few instances in which railways 
have been consulted on proposed legislation, no unanimity of 
opinion was to be found among them. ‘There is some excuse 
for this, for the railway managements represent interests 
located in various sections of the country, and what is best 
for one section may not fit any too well into the conditions 
found in another. The country has an example in the recent 
tariff law of the difficulties of reconciling interests in all parts 
of the country, and what applies to general business is true of 
railways. Nevertheless, railways cannot expect to be of any 
service whatever in clarifying the situation, until they can 
agree among themselves as to the form legislation should take. 
if the layman consults the experts and ‘they hopelessly dis- 
agree, what is he to do? He will get along without the experts. 

A railway management should not lose sight of the fact that 
in its task of conciliation special attention must be given to 
the small shipper, to the passenger who travels but a few miles 
on its trains and to local communities. The big shipper can 
take care of himself, or can at least make a demonstration 
that will result in his grievances being duly considered. Not 
only is it difficult to do justice to the smaller interests through 
the instrumentality of minor employees in an organization as 
complex and extensive as that of a railway, but the railway is 
at a further disadvantage as compared with a commercial or 
manufacturing business. In a commercial house improper 
treatment of customers is soon noticed as it leads to loss of 
business, for the patron can go elsewhere, but if the local 
patron of a railway is not treated right, revenues are not 
reduced. He must use the railway company anyway, but this 
exasperation is all the greater because he is helpless. It is not 
sufficient that those at or near the top of an organization 
should have the right spirit; that spirit must permeate the 
entire organization. It always does as a matter of fact, but 
unless determined effort is made it permeates too slowly. 
Whatever of effort is made in this direction has a twofold 
reward; it brings appreciation from the public and it improves 
the relations between employer and employee. Nothing adds 
more to the faith and loyalty of the kind of men railways wish 
to retain in their employ than daily evidences of justice to 
others. A full realization of all these conditions should lead 
to greater vigilance in the maintenance of correct relations 
with the public. 





i 

The Austrian State Railway Company still exists, but with- 
out any railway. More than 50 years ago, Austria, in dire 
financial distress, sold its state railways to this corporation, 
chiefly of French capitalists, which also acquired considerable 
land and manufacturing works. In taking back the railways, 
the state leaves land and factories in the possession of the 
company. 
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THE NATION’S FARMS AND NATIONAL PROSPERITY.* 





BY W. C. BROWN, 


President, New York Central Lines. 

If the converging lines of production and consumption in 
the United States continue to approach each other as they 
have during the past ten years, long before the end of the 
present decade, the last vessel loaded with the agricultural 
product of this country will have left our shores, the great 
exporting grain elevators in our seaboard cities will stand 
empty, and this great nation, like those of the old world, will 
be looking for a place to buy the necessaries of life. 

Our average annual yield of wheat for ten years was less 
than 14 bushels per acre. This is less than it was thirty years 
ago. Instead of improving we are going backward. I do not 
say this in a spirit of criticism or censure of the farmers of 
the nation. A large majority of them started with nothing 
but a quarter section of unbroken prairie, a team of horses or 
yoke of cattle, a plow and harrow, and a humble cabin as 
shelter from the heat of summer and storms of winter. The 
success achieved has been the result of years of arduous toil; 
the knowledge gained has been in the hard school of expe- 
rience. 

The increased value of corn, wheat, oats and barley in the 
United States, provided the average yield per acre of the 
same crops in Germany had been raised, and assuming a 
production of fifty bushels of corn to the acre, would have 
amounted to the stupendous total during the year 1907 of $2,- 
280,000,000, while the increased value of the same cereals of 
the crop of 1909, computed on the same basis, would have 
been three and one-quarter billion dollars. 

In April of this year, the New York Central tendered 
to the New York State College of Agriculture the use 
of a special train consisting of a combination car, four 
coaches and a dining car, for a trip through that portion of 
the state traversed by our lines. Twenty-one professors and 
advanced students of the New York State College of Agricul- 
ture, at Cornell University, and the School of Agriculture at 
St. Lawrence University made up the party. Thirty-one towns 
were visited and lectures were given to audiences ranging 
from two to six hundred earnest, interested farmers. These 
trips will be repeated and extended. 

Every scheme for the reclamation of arid land by the gov- 
ernment should be pushed to completion and the land opened 
to settlement at the earliest possible moment. 

Land susceptible of cultivation, either by irrigation or with- 
out it, that is included in forest reserves should be excluded 
from such reserves and made available for settlement under 
such conditions as will insure prompt, intelligent and contin- 
uous cultivation. The railways should co-operate with the 
state agricultural colleges. I am going to recommend to the 
owners of the roads with which I am connected, the purchase 
of farms, to be operated as experimental farms, according to 
the most advanced methods of seed selection, fertilization and 
cultivation, at the expense of the road, but under the auspices 
of the agricultural college of the State in which the farm is 
located. If this recommendation is adopted, I shall hope to 
see it followed by a majority of the roads of the country. 

Every thriftless and uninformed farmer would quickly note 
the difference between the result of his loose methods and 
those of the experimental farm, and benefit by the compari- 
son. This system would multiply farms and multiply pros- 
perous farmers, because 80 acres intelligently tilled will pro- 
duce as much as 160 acres produce under our present slack 
and ignorant methods. It would return to: the rural districts 
the preponderance of political power, where it can be more 
safely lodged than in the congested centers of population, al- 
ready ominously powerful in many of our states. 





*From an address at the annual dinner of the Railway. Business 
Association, Nov. 10. 
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THE RAILWAYS AND PUBLIC APPROVAL.* 





BY EDWARD P. RIPLEY, 
President of the Atchison, Topeka & Santa Fe. 

The Interstate Commerce Law was passed in 1887. It was 
crude in its provisions and was the result of compromises 
between radicals and conservatives; it sought both to foster 
competition and to abolish it, and in that respect remains still 
contradictory and impossible. 

Upon the passage ef the law that which had been looked 
upon as perfectly proper and as the working of natural com- 
petitive forces became illegal and criminal. The railways 
generally accepted the law and made an honest effort to ob- 
serve it—the mercantile community did not—indeed, they 
openly defied it, soliciting rebates unblushingly and threaten- 
ing with the loss of their tonnage those roads who would not 
succumb. The interstate commission, new to its duties, con- 
tented itself with comparatively unimportant decisions and 
practically did nothing to help those railways who desired 
honestly to carry out the provisions of the law; and as a 
result, within a year of the passage of the law, it was auite 
generally disregarded. A few railway men were fined, a few 
shippers convicted—and almost immediately pardoned—and 
the law fell into disrepute, a condition disgraceful alike to 
the government, the shippers and the railways, and especially 
distasteful to the latter, but exactly what was to be expected. 

The result was the passage of the so-called Elkins Bill and 
later of the Hepburn Bill, which while amateurish and in 
many ways vicious, have effectually stopped the rebate sys- 
tem—a result for which we may all be thankful. 

In all the controversies that have led up to this almost 
complete control of railway earnings and railway policies by 
governmental agencies, the railways have as a rule acted in 
active opposition. They have not been unanimous—some of 
- uS were willing to accept it long before it became a fact, but 
the majority could see nothing in it but disaster—it is too 
early to say which was right; perhaps an earlier acceptance 
of control would have made the control more lenient; per- 
haps its earlier acceptance would, on the other hand, have 
bound the chains more tightly. But the fact remains that 
while the basic principle of absolute equality as to rates has 
been accepted by the railways gladly and in all good faith, 
and they have also accepted the principle of government regula- 
tion, the scars of the conflict remain and a large section of the 
public still suspects and misjudges us. It is true, of course, 
that in the rapid development of our business and in the 
exigencies of a most exacting profession there have been 
abuses and lapses, but I am here to maintain that the stand- 
ards of fair dealing and commercial honesty in our business 
have been as high as in any other, and I appeal to you who 
sit around this table to say if it be not so. 

Acknowledging, as we must, that the public is all-powerful, 
the question is how may we satisfy our masters and thus 
mitigate our woes and preserve our properties. 

First—We must realize, as I think we all do (after a series 
of very hard knocks), that the railways are not strictly pri- 
vate property, but subject to regulation by the public through 
its regularly constituted authorities—that the government may 
reduce our earnings and increase our expenses has been suffi- 
ciently proved. 

Second—To meet this situation we must endeavor to get in 
touch with public opinion. Perhaps you will smile when I 
say that for years I have read every article on railway mat- 
ters in each of the papers published along our ten thousand 
miles of road—not an easy task for a busy man—but while I 
have waded through much chaff, I am sure it has resulted in 
some reforms. 

Third—The avoidance of action seriously counter to public 
opiniom except for compelling reasons. 

Fourth—The disposition to explain these reasons through 
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officers and employees of all grades. Generally the loudesi 
criticisms come from those who are not anxious to know the 
truth. 

Fifth—Efforts to improve service in many cases without 
hope of reward and for the deliberate purpose of winning 
public approval, such as better stations, improved heating and 
lighting devices, better equipment, better terminal facilities, 
separation of grades, etc., all with due regard to the rights ci 
those whose money we are spending. 

As we do all these things, meet us half way. Encourage 
the habit of not rushing into abuse. Try to consider the facts 
and the difficulties—this is for the public interest as we:l as 
ours. Oppose unnecessary and restrictive legislation and give 
us a chance. 

Elbert Hubbard, of East Aurora, New York, recently re- 
marked that “when God sent a current of common sense 
through the universe most of the reformers wore rubber boots 
and stood on glass.” Our troubles are with this class—well- 
meaning men who have zeal without knowledge and enthusi- 
asm without sanity; these we may not reach, but the great 
mass of the solid and substantial citizenship may perhaps be 
induced to stop and consider whither we are drifting and 
whether this greatest of all the country’s industries is being 
fairly treated. 





POPULAR SENTIMENT AND RAILWAY LEGISLATION.* 





BY HON. W. P. HEPBURN. 


The question of giving to the Interstate Commerce Commis- 
sion the power to initiate the proceedings upon which the 
rate published by the railway may be changed is one that has 
received much attention at the hands of Congress and its com- 
mittees, and has not yet met with favor. It has also been 
suggested that a change in the law should be made so as to 
enable the commission to postpone at its discretion any pro- 
tested rate increase until a final hearing and determination by 
the commission; also such further change as will prevent any 
carrier from owning stock in another road that might be 
parallel to, or that might under other statutory provisions 
than those we have be a competing road. 

The Congress hesitated for a long time to give the rate- 
making power under any circumstances or conditions to the 
Interstate Commerce Commission. It is contended by some 
persons that the act of 1887 conferred this power, or at least 
it was the intention of Congress in that act to confer this 
power. I was a member of the Committee on Interstate and 
Foreign Commerce of the 49th Congress that enacted the 
statute to regulate commerce. During the debates that con- 
tention was not made. Early in the deliberations of the com- 
mission they declared, through the voice of their chairman, 
that the law conferred no such power. It is difficult to see 
why that power should be given—why the commission should 
have the power, upon their own motion, to disturb a rate that 
none of the vast army of shippers complained of. Shippers 
are not apt to remain silent when they are aggrieved, and 
when they know that the government stands ready to give 
them relief at the expense on their part of the postage that 
will transmit their letter of complaint to the commission. 

It has been the policy of the law heretofore to allow the 
railway companies to establish their schedule of rates unhin- 
It is only excessive rates, 
unfair rates, that the shipper has the right to complain of, 
and until that standard has been reached in the belief of the 
shipper no one has the right to complain. A fair rate is not 
the subject of complaint, and simple justice requires that: the 
right of the carrier. to establish its rate should not. be dis 
turbed until injustice has been done. Suppose that the esiab- 
lishment of a new rate can be suspended upon the mere filing 
of a protest. Evil-disposed persons could in that way sus- 
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pend every rate, and prevent a just and needed advance until 
the delay and burden and expense of investigation had been 
met. If at the end of this investigation it should be found 
that the protest was without basis, there is no remedy, and 
in the nature of things no practical remedy could be afforded. 

if this rule of action should be adopted it would serve as a 
deterrent to prevent roads from voluntarily lowering rates, 
because Of the fear that they could not be advanced without 
protest. 

In an entirely lawful manner, and under authority granted 
by the various states that have created railway corporations, 
many companies have acquired interests in other roads; some 
of them being extensions; some of them being feeders; others 
being parallel and serving the same territory. This is ob- 
jected to because it is said that it stifles competition; that 
two roads having the same common terminal points that 
are controlled by the same corporation through the ownership 
of stock will not be competitors in business. These gentlemen 
forget that it is the policy of the legislation that we have to 
destroy competition and not to foster it. The charges made 
against railway companies of their practices in their treatment 
of their patrons are revised and finally established by author- 
ity or law. Publicity is given to them in such a way that they 
cannot be changed without the knowledge of all competitors. 
These rates and practices cannot be deviated from without 
notice and without authority. Any attempt to secure busi- 
ness through the competitive methods of giving better rates or 
preferable service, being known, would at once be met by the 
rival road. If a company under such circumstances files a new 
schedule of rates, or of more favorable usages, instantly the 
rival does the same thing, putting itself upon precisely the 
same basis, and thus destroying all competitive effort. The 
law has brought about this condition, and therefore it is a 
misstatement to talk about competition in our great system 
of transportation. We have destroyed it. We have done so 
purposely, substituting government regulation, and govern- 
ment control, as a better and more stable method of securing 
those advantages to the shippers that in the old time the 
people sought to secure by encouraging the building of com- 
petitive lines. If this is true, where is the public harm to be 
found in a corporation owning two or more roads that have 
common termini? 

There are some men prominent in railway councils who 
seem to regard the people and the law-making power as 
enemies—enemies who are willing to destroy or greatly injure 
them. These men are wofully mistaken. There are no people 
of this class who have the power to harm. If the law is 
obeyed, if equality of rights is given to all the people, if fren- 
zied finance is avoided, if men will be content with moderate 
gains, confidence in the spirit of justice that animates railway 
Management will be restored, destructive legislation will 
cease, and amity and accord will take the place of hostile con- 
tention. 

The mass of the people are directly interested in the well- 
being of the roads. It would be well nigh suicidal for the 
law-making power to indulge in enactments that were un- 
necessary simply for oppression’s sake, and that would cripple 
the roads in their efforts to produce these conditions of pros- 
perity. Yet law-makers are like other men. They do not 
look with favor upon those who deride their authority, and 
contemptuously refuse obedience to the law they have en- 
acted in efforts to secure the welfare of those whom they 
Must protect. They will demand that the full measure of 
Obedience be rendered to the law we now have. 

If this obedience can be had; if the provisions of the 
Statuies as they now exist are in good faith accepted by the 
carriers; if the interests of the shippers are looked to, as 
well “s the interests of the carriers, there will be no legisla- 
tion ‘hat can ‘be called hostile; there will be no efforts to 
limi: the greatest possible efficiency of the railway corpor- 
ation: of the United States. 
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A GERMAN REFRIGERATOR CAR. 





According to a report of Consul-General Guenther, of Frank- 
fort, a new refrigerator car has been brought out in Germany. 
It contains an individual refrigerating plant using methyl- 
chloride as an agent. The report states that the car is cov- 
ered with a non-conducting material, and that, at one end, a 
small compartment is partitioned off in which a compressor 
is placed. This is driven by belts from the axle. 

The reason for using methylchloride ig that it can be vola- 
tilized at a low pressure, does not affect the copper pipes, and 
does not have as disagreeable an odor as ammonia or sulphuric 
acid. While the car is in motion the compressor sucks the 
gas from the condensing coil, which is attached to the roof of 
the car and presses it through a water tank into the condenser 
below the car, which is supplied with a collector for the liquid 
methylchloride. From there it is admitted into the cooling 
coils. Valves regulate the temperature of the gas in entering 
and leaving the cooling coil and also make it possible that 
only dry saturated gas is provided for the compressors. The 
arrangement of the collectors for the liquid methylchloride 
between condenser and cooling coils renders the cooling of 
the car independent of the motion of the compressor, especially 
when the car is not in motion. 

At a speed of 25 miles an hour and an external temperature 
of 68 deg. Fahr. it is claimed that the interior of the car can 
be brought down to 32 deg., or freezing, in from 40 to 45 
minutes. 





ARTICULATED LOCOMOTIVE FOR THE TASMANIAN 
RAILWAYS. 





In the Garratt locomotive, built for the Tasmanian Railways 
by Beyer, Peacock & Co., boiler location plays an important 
part, and an opportunity is afforded, even with the narrowest 
gage, to mount a larger boiler than is perhaps possible in the 
case of any other type of engine. 

As the accompanying illustration shows, the boiler is placed 
wholly in between the steam trucks, being carried on a girder 
frame supported and pivoted at its extreme ends on the trucks. 
The boiler may lie as low in the frames as desired, there being 
no axles to consider, while the trucks are so built that the fuel 
and water tanks form integral parts of them, thus introducing 
an entirely new feature. The flexible units, one at either end, 
lead and follow, being free to take the curvatures and in- 
equalities of the track and to exercise to the full the bene- 
ficial influence for which they are intended. 

A prominent feature of the construction is the increased 
stability of the engine when traversing curves. Unlike any 
other type, the sharper the curves the further the center of 
gravity is brought inwards, owing to the whole length of the 
center line of the carrier frame and boiler forming a chord 
of the circle of which the curve forms a part. As the carrier 
frame terminates at the truck centers there is no objectionable 
overhang either of the boiler frame or tanks, and the engine 
thus automatically moves its center of gravity in the right 
direction. 

The steam trucks, with their water tanks and coal bunkers, 
being the heaviest part of the engine are well suited for ckeck- 
ing the nosing action which. sometimes occurs on articulated 
locomotives. . 

The tank motor trucks are connected by the rectangular 
frame which carries the boiler, and there are no side tanks 
on this frame for ‘the water therein to set up oscillation as 
the speed increases. The boiler canbe as large as the loading 
gage will permit and can be located ata ny desired height 
above the rails irrespective of the size of t ie wheels. Another 
object achieved by means of this construction is that of secur- 
ing a larger grate area. 

The first two locomotives to be built in accordance with the 
ideas outlined above have recently been completed at the 
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Articulated Compound Locomotive; Tasmanian Government Railways. 


workshops of Messrs, Beyer, Peacock & Co., Ltd., Gorton, near 
Manchester, Eng., and so far as is possible within the confires 
of the yards at these works they have been tested for flexibil ty 
and other qualifications. The track used was of quite a ten- 
porary character and comprised a reverse curve with a straight 
length of 27 ft. between two curves of 99 ft. radius. The 
superelevation on the curves was 2% in. only. The engines 
have been built for the 2-ft. gage lines of the Tasmanian Rail. 
ways and are four-cylinder compounds with a high-pressure 
truck at the smokebox end of the boiler and a low-pressure 
truck at the opposite end. The two engines are connected by a 
large pipe forming a passage for the exhaust steam from high 
to low-pressure cylinders, and thus acting as the intermediate 
receiver while working compound, and when, by virtue of the 
simple change valve provided, the engine is running single 
expansion then the pipe acts as an exhaust pipe pure and 
simple. The engines were each run from end to end of the 
temporary track above referred to several times and at speeds 
varying from 5 to 15 miles per hour and beyond a slight 
deflection at the entrance to one of the curves there was no 
disturbance of the track anywhere. 

In these particular engines the forward, low-pressure steam 
truck carries a water tank and the rearward high-pressure 
truck a combined water tank and coal bunker. The distri- 
bution of weight has been determined with accuracy and it is 
believed that in actual service on the hilly and tortuous road 
in Tasmania the engines will prove to be easy riders and spar- 
ing of the track. For such a narrow gage as 2 ft. the boiler is 
of large proportions. It has a Belpaire firebox with widened 
grate and carries a high working pressure. 

Leading particulars are as follows: 

Cylinders, high-pressure, diameter 

Cylinders, low pressure, diameter 

SURE CR MIMI Biter etn as anes Draws cise ae iad 16 * 
ON Per eee ree oe ree ere 2 tt. 1% | 
Wheelbase of each truck 4 tt. 
ey ee Oe Pe ore eee oe ee eee 26 ft. 9 in. 
Total heating surface 

Boiler pressure 


Grate area 
Weight in working order 76, 160 Ibs. 


The engines are fitted with automatic vacuum, steam and 
hand brakes, steam sanding gear and other modern equipments. 
The frames of the four-wheel trucks are placed outside and 
fly cranks thus become necessary. ‘The valve gears are 
Walschaerts type actuating piston valves working above the 
cylinder. 

The valves of the high-pressure cylinders are for inside ad- 
mission and those of the low-pressure for outside admission. 
The steam pipe from high to low-pressure cylinders has a ball 
joint at each end to allow for the movements of the trucks on 
curves. ‘These two ball joints and that for the connection to 
the high-pressure bogie are the only joints of that description 
used in the construction. 

The Garratt principle is, of course, capable of much wider 
interpretation than that allowed by the 2-ft. gage to which it 
is now being applied. The following are some of the principal 
proportions of these locomotives: 

ee gee Sree 15,209 Ibs. 
Weight on drivers 





Tractive effort 


T ractive effort x diameter drivers 


Heating surface 





Heating surface 





Grate area 


Weight on drivers 





Heating surface 


Displacement, 2 h.-p. cylinders, cu. ft. = 


Heating surface 





Displacement 2 2 h.p. cylinders 


Grate area 





Displacement 2 h.p. cylinders 
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THE TRANSANDINE RAILWAY. 


BY T. H. MINSHALL, 
Consulting Editor of the Railway Gazette, London. 

When the Buenos Aires & Pacific Railway Company was 
formed its promoters must have been blessed with special 
foresight in choosing their name. For a long time, however, 
they themselves got no further westward than Villa Mercedes. 
The government had built a further line, the Argentine Great 
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ceeding. Last week only about 500 meters of tunnel remained 
to be made. The Chilean Transandine Company’s tunnel is 
also moving quickly. The tunnels are meant to meet at the 
frontier, as a matter of fact the frontier has already been 
crossed; but it does not seem to matter. When this is com- 
plete, say this time next year, the Pacific will run through 
connecting trains from Buenos Aires to Valparaiso with only 
one night on the route, or if people prefer to stop at Mendoza, 
where there wil! then be a good railway hotel, two nights. 





Western, which had passed into private hands. These were TRAFFIC PROSPECTS. 


noi, however, strong hands. The cperation of the iine was 
rot con’idered satisfactory by the government, and had some- 


pay the interest on the line is to come from. Much 


There are naturally some who wonder where the traffic to 
goods 
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Map of the Transandine Railway. 


cannot be expected, 
right through some 
Now they are taken 
fur a day or two and then driven over the summit. 
run a certain distance and mules go over the pass 
weather permits. 


thing not been done, either the government might have re- 
bcught it or extended its own Andino line westward. So the 
Pacific made its well-known arrangement to work the Argen- 
tine Great Western and give the shareholders what is prac- 
tically Pacific preference stcck. This got them as far as Men- 
doza. To go further was too tempting; the Transandine was 
in difficulties; work had more than once been stopped. So 
the Pacific also got that into its hands. Work is now pro- 


day, and scon, further than at 


though cattle will doubtless be carried 
present. 
out of the train some way down, rested 
Coaches 
when 
Chile, however, is more important than the 
‘Pacific slope was before the completion of the first transcon- 
tinental railways of North America, and there must be much 








Rack at Inca Station. 
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Uspallata Station. 

















Las Chinches Tunnel. 
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120-Meter Bridge. 
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Las Vacas Station. 
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Bridge at Rio dos Horcones. 
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Tank Locomotive. 














Train at Cacheuta. 











Las Cuevas Valley. 
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jintercommunication between two countries of this importance 
by 2 route which will be for many purposes the shortest. The 
fir:t and probably for many years the only link between two 
such countries as Chile and Argentina must necessarily find 
considerable traffic. But in addition to this it will be the 
quickest route from Europe to Chile for a long time. But 
when all this is added together it still is obvious that before 
the Transandine Railway really can pay, new traffic has to 
be created. As regards pas:enger, and especially tourist traf- 
fic. much can be done with such remarkable scenery to at- 
tract passenger traffic not only from the Argentine but from 
Europe. The globe trotter, tired of India, Khartum or the 
Victoria falls, can find something quite new in the Cordil- 


leras. The railway passes comparatively close to the Acon- 
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of a saloon car by the Metropolitan Amalgamated Carriage 
& Wagon Co.; a kitchen, etc., coach built at the company’s 
works at Mendoza; a covered wagon by Turner Bros., of Lang- 
ley Mill. The line is, of course, meter gage, and wisely so, 
the minimum curve being 328 ft. radius and the maximum 
grade 6 per cent.; on the latter a rack locomotive (Abt sys- 
tem), built by Bever, Peacock & Co., was used. From Mendoza 
to the tunnel mouth (there are no other tunnels of import- 
ance but that at the summit) is about 118 miles, although as 
the crow flies the distance is under 62 miles. The survey for 
the present line was, of course, preceded by many others, but 
seems to be quite the best, judging from a model shown me 
by Mr. Sehneidewind, on which they were all set out. 

One proposal, almost ccmmenced, included a tunnel 15 miles 





Gael 








Las Vacas. 


cagua, 23,000 ft. high, and through a pass which for extraor- 
dinary formation and colorings vies with the Grand Canyon 
of the Colorado river in Arizona. The photographs reproduced 
herewith give no indication of these colors, quite the most 
Striking feature of the Andes, which lack vegetation and have 
not much snow. A mountain health resort with special baths 
and all kinds of outdoor sports has been made by the company 
at Puente del Inca as a further inducement. But to get the 
Andes known in Europe a “propaganda” is required and will 
doubiless be made. With such af propaganda “doing the 
Ande:” will become a popular trip. At present the tourist 
trai 1S! hot very! great. 

We left Mendoza at 6 a.m. on September 11 by a special 
train (see photo), there being normally only one train a week 
at present, 

Th locomotive was a North British and the train consisted 


long, with two spirals, all to be worked with steam locomo- 
tives. 

Our party included Mr. Goudge, general manager of the 
Buenos Aires Pacific; Mr. Trery, chief engineer; Mr. Bowden, 
traffic manager; Mr. Sanders, assistant to Mr. Goudge; Mr. 
Marenjo, formerly manager of the Argentine Great Western, 
and now district representative for the Pacific Company; Mr. 
Stuart, engineer of the Transandine line, and Mr. Pearson. 

The locomotiyas;are fitted with two seats in front and the 
new-comer ha ta océipy One of these “for experience,” which 
he certainly gets! ‘At every curve. (and there are many) the 
rider is firmly convinced it) wilf be his last. The sensations 
resemble one’s first experience of motoring, much increased. 
At that height and that hour the temperature is hardly such 
as to instil courage. Fifty-lb. rails are used, with a well 
ballasted track, the disrepair into which the line had fallen 
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being now made good. For the first 15 or 20 miles the line 
ascends the Andean slope before entering the actual valley 
of the Mendoza river. From that point it follows this valley 
and is almost without a tunnel of importance until it reaches 


the great tunnel mcuth. Here there are about 300 men at 
work for the contractors, Messrs. Walkers, Ltd. About 
half way up the line crosses a plain some seven or eight 


miles in extent surrounded by iills cf such a nature as to 
indicate that it may once have been a crater. Perhaps the 
niost striking things about the Andes as seen from the rail- 
way are their vivid colors and their absence of vegetation. 
The great brittleness and even scftness of the rock of which 
they are composed, to which Darwin alluded, is also remark- 
able, resulting as it does in frequent stone slides. The rail- 
from stones than from snow. There 
are numerous slides of the type shown in the picture and it 
will be seen how extremely difficult- it is to build a guard 
against them. Hollowing out a heap cf loose stones is im- 
practicable, and at present it has not been found possible in 
the worst places to do more than patrol the line. But more 
will need to be done. There is for 50 miles or so apparently 








way has more to fear 
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Near the Summit. 






no population cther than that connected with the railway, 
there being either no soil or insufficient rain fall or water 
supply for cattle or agriculture. 

At the steepest portions of the line a triple rack (see photo) 
is employed, the engine being fitted with two sets of cylinders 
and working both rack and ordinary driving wheels simui- 
taneously. The engine enters into the rack rail with scarcely 
a sound. At Puenta del Inca a strange natural bridge, the 
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valley, hot springs and surrounding mountains have been pi 
chased by the Pacific Company, which probably owns a high=r 
peak than any other company in the world! There is a ni-e 
hotel run by the company at this place, of the usuai Swi<s 
type, cleanly and bright, and it bids fair to need extension 
as soon as the through trains to Chile are running. Various 
alternatives of breaking the journey here or elsewhere wil, 
of course, then be offered. The special importance of the Cor- 
dilleras to the Pacific is the rarity of pleasure resorts n 
Argentina. The nearest seaside resort to Buenos Aires, Mar 
dei Plata, is 300 miles by the Buenos Aires Great Southern. 
We made a stay of only an hour or so at the Puente del 
Inca in order to complete our journey before dark. In de- 





















Los Andes Station. 


scending the pass speeds of 37 miles an hour were reached, 
but as a rule lower speeds are run. Mendoza was reached 
at 7 p.m. 





THE BADEN 1,000-KILOMETER TICKETS. 


BY ALBERT KUNTZEMULLER, 

The Baden State Railroad began issuing in May, 1895, kilo- 
meter coupon books for first, second and third class fares. 
These books, which are somewhat different in form from the 
mileage books in use on American -tailways, were sold during 
12 years, until in 1907 the reform of the German passenger 
tariffs abolished them. 

The coupon books were good for 1,000 kilometers (621 miles) 
and later, in 1901, 500-kilometer (311 miles) books were sold. 
They were good on all railways in Baden and on all trains. 
The 1,000-kilometer books were sold at 60 marks ($15) for 
the first class, 40 marks ($10) for the second class and 25 
marks ($6.25) for the third class. The 500-kilometer books 
were issued for third class journeys only, and were sold at 
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1: marks 50 pfennigs ($3.15). The tickets could be used by 
the purchaser and by his family and guests. The book was 
s gned by the purchaser at the time he bought it, and before 
each journey he wrote in on a coupon the names of the 
stations from which and to which he was going, together 
with the number of people who were to travel on the ticket. 
He then presented it at the ticket office, where the agent 
would write in the number of kilometers used up by the jour- 
ney and add it to the number previously used. In this way 
the total number of kilometers of travel used would be brought 
forward from coupon to coupon until the total reached 1,000. 
The accompanying diagram shows two sample coupons. 

The following summary shows the number of books (both 
1,000 and 500-kilometer) sold in each of the 12 years that 
they were in use and also the amount earned from the sale. 

No. of ticket- 


Year. books sold. Earnings. 

RRR BON BENG is okies i WN eee 72,794 $536,566 
Ne acing 0 as obs 8 as eee Seas 87,082 627,576 
MMe c ctaie Mie! oie kel k wee ora ered eke 118,554 851,462 
MINOT hues 5 shige s!sasToal(siav 8 tos 9: 52< ws aha 138,273 983,676 
Roe asin e Mok cais Grete sixiace lees shale 157.669 1,117,505 
WRG Gs 4651s wae wlew Siee-e sas a0 173,796 1,222,654 
MMe a eca Sia's. hos eae tara ee Wie arae 274,083 1,480,188 
BG irs Sst iodine HRS BARS 392,923 1,689,529 
yt) RR ener oe Taran nee: 452,081 1,910,213 
DMs feta eae eens Se ale tana ole ke er 511,919 2,083,650 
ho ae ie ere ere acer iris nee 549,676 2,203,944 
11 SESSA ae Se eererer ner tern a 562,369 2,303,623 
BON GUN R ea's a elds 3 wa ere rele 260,357 1,223,555 

TES | RUE AE Deer marie rte enti 3,751,576 $18,184,141 


In 1906 earnings from kilometer ticket sales amounted to 
33.24 per cent. of total passenger earnings. 





NEW METHOD OF HANDLING FREIGHT CLAIMS ON 
ST. LOUIS & SAN FRANCISCO. 


BY SAMUEL 0. DUNN, 
Western Editorial Manager, Railroad Age Gazette. 

On January 1, 1909, a new method of handling claims for 
loss of and damage to freight was adopted on the St. Louis 
& San Francisco. The method in use on the Frisco before the 
date mentioned was similar to that in use on most railways. 
Both investigations and settlements of claims were made by 
G. F. MacGregor, freight claim agent, St. Louis, Mo., who con- 
ducted the investigations by direct correspondence with the 
division superintendents, agents and other officers and 
employees. Under the new method investigations of all 
claims are made in the office of E. D. Levy, superintendent 
transportation, Springfield, Mo., while the settlements con- 
tinue to be made through the office of Mr. MacGregor, the 
freight claim agent. The new plan first was suggested and 
the details of it were worked out by Mr. Levy. The “Loss 
and Damage Freight Bureau” in his office is conducted under 
his supervision. 

Until this plan was adopted on the Frisco it was the practice 
on American railways—perhaps without an exception—for 
freight claims to be handled entirely by the traffic or account- 
ing department. This new method is predicated on the theory 
that this almost universal practice is wrong. Every just 
freight claim that is presented grows out of a failure of 
transportation. For such failure the transportation depart- 
Ment is responsible. The payment that is made when the 
Claim is settled is a transportation expense. The only depart- 
Ment that can remedy the conditions that cause such failures 
of transportation is the transportation department. The 
theory is advanced, therefore, that it is just as illogical to call 
on the traffic or accounting department to explain and remedy 
treusportation failures as it would be to call.on the transporta- 
tion department to explain and remedy mechanical failures. 
It is extremely desirable that successful investigations and 
jus: settlements: of claims shall be made promptly. It is far 
mo’« desirable that the failures of transportation out of which 
cla'us grow should be prevented;,and what means is so apt 
to ccomplish this as to require the transportation depart- 
mc. constantly to investigate the causes of loss and damage 
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to freight and make the improvements in methods and ap- 
plications of discipline that seem needed to remove those 
causes. 

As this reasoning implies, the purpose of the new method 
is dual. It is sought 

(1) To make investigations of loss, delay or damage of 
freight with such despatch that before a claim is presented 
the Loss and Damage Freight Bureau usually will have made 
a complete investigation which will show at once whether the 
claim ought or ought not to be paid; and 

(2) To collect and supply to the superintendents and other 
operating officers information that will show conclusively 
where the fault lies for any failure of transportation, so that 
needed discipline may be administered, that the service 
rendered to the public may be improved without its cost to 
the road being permanently increased and that the amount of 
money paid out by the road on claims may be reduced to a 
minimum. 

THE ORGANIZATION REQUIRED. 

The organization required and monthly expenses incurred 
to carry out the new plan are approximately as follows: One 
chief clerk, $150; 1 assistant chief clerk, $125; 1 claim clerk, 
$100; 1 claim clerk, $90; 1 0. S. & D. clerk, $100; 10. S. & D. 
clerk, $90; 5 stenographers, $60 each, $300; 1 general clerk, 
$75; 1 general clerk, $50; 1 indexing clerk, $25; 1 indexing 
clerk, $20; 2 O. S. & D. file clerks, $25 each, $50; 2 claim 
file clerks, $30 and $20, $50; 1 office boy, $20; 10 traveling 
agents, $100 each, $1,000; traveling expenses for traveling 
agents, $50 each, $500. This makes a total monthly expense 
of $2,745, or an annual expense of $32,940. 

As the bureau tries to have an investigation made of every 
case of loss of or damage to freight finished before a claim for 
it is presented, it will be desirable to describe the method of 
handling O. S. & D. reports before taking up the specific matter 
of the handling of claims. -The method of handling O. S. & D. 
reports is, in fact, the foundation of the whole plan and a 
goodly part of the superstructure. 

HANDLING 0. S. & D. CLAIMS. 

The work of the bureau begins whenever a consignment 
of goods checks short, over or damaged, whether at the point 
of origin, at a transfer station or at destination. The transfer 
clerk or agent who detects the over, shortage or damage is 
required to send a report to the office of the superintendent of 
transportation at Springfield at once on a blank provided 
for that purpose. When these reports are received in the 
bureau at Springfield they are indexed in a card index, each 
report three ways and on three separate cards. Symbol letters 
are assigned to the various reports, as follows: Short re- 
ports, “S;” over, “O;” bad order, “D;” miscellaneous, “M;” 
and dead over, “C.” In addition to the symbol indicating the 
nature of the report, a symbol is assigned to each month; “J’’ 
standing for January, “F” for February, “M” for March, “A’’ 
for April, “B” for May, “K” for June, etc. The first short 
report indexed in January, therefore, would be marked “SJ-1;” 
the first over report, “OJ-1;” the first bad order report, ‘“DJ-1,” 
and the first miscellaneous report, “MJ-1.” 

The O. S. & D. reports are sorted the first thing each morn- 
ing, the reports coming from the transfer stations being 
separated from the rest and filed away in date order, without 
indexing, because later there should be received reports from 
the various stations covering all shipments which the transfer 
stations have reported over, short or damaged. The transfer 
O. S. & D. reports are checked against the over, short and 
bad order card index files, and when it is found that a sta- 
tion failed to render a report a tracer is sent out. When a 
station report is received the transfer and, station reports are 
made a part of the same file. .The O. S. & D. reports received 
from other than transfer points are numbered in numerical 
order, the monthly symbol being stamped before the number. 
Rubber stamps are used for the symbols and numbering ma- 
chines for numbering to make sure that correct file references 
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will be got for each report. All correspondence about the 
matter to which a file relates bears its file number and symbol; 
for example, ““DJ-3000” would be put on all papers relating to 
the investigation of the 3000th bad order report filed in 
January. The paper used for the short reports is blue; for 
the over reports orange; and for the bad order reports yellow; 
and as the index cards for each kind of report are the same 
color as the paper used for that kind of report, the index 
cards cannot be filed away incorrectly. 

Short reports are indexed three ways—(1) by stations re- 
porting the freight short, (2) by articles and (3) by foreign 
destination, if any. Over-reports are indexed (1) by stations 
reporting “overs,” (2) by articles and (3) by destinations. 
Bad order reports are indexed (1) by stations reporting the 
damage and (2) by foreign destinations. All index cards are 
written on typewriters, each report being indexed at one 
writing by the use of different-colored carbon papers, red 
carbons being used for articles, green carbons for destina- 
tions, and originals for stations reporting. The following in- 
formation is shown on the index cards: At the top of the 
card, the report number and symbol, and farther down the 
station reporting the freight, the station O. S. & D. number 
and date, consignee and destination, articles over, short or 
damaged, waybill reference and date. For example: 

OJ 1650 
No. 215, 7/20 
Berryville, Arkansas. 


Van Buren, Ark. 
Hanna Groc. Co., 
1 box smoked meat. 

The O. S. & D. reports are assigned numbers and symbols 
according to the month in which the freight to which they 
refer was billed, and the index cards are filed away in monthly 
order, to facilitate looking up files when claims are presented. 
O. S. & D. investigations are also filed in numerical order, 
those for each month being kept separate. 

INVESTIGATIONS OF SHORTAGES OF FREIGHT. 

Investigations of shortages of freight are not begun until 
seven days after a shipment has checked short, because ex- 
perience has shown that fully 50 per cent. of the short reports 
are followed within a week by “O. K. short” reports, these 
latter being reports rendered by agents when they receive con- 
signments that they previously have reported short. Meat 
shortages are handled according to a special system which 
will be described later. When a shortage of a consignment 
of any article except meat is reported it is checked against 
the over reports already on hand; and often it is found that a 
shortage at one station is accounted for by an over at another 
station. If this checking does not clear up the matter a 
forwarding is secured to find out whether there has been an 
error in billing. For a similar purpose transfer records are 
secured. All cars in which it is possible that the freight 
might have been loaded are traced to where they were made 
empty. A letter is sent to the agent at destination instruct- 
ing him to call on the consignee and see if he did not re- 
ceive the goods; if the shipment moved beyond the Frisco’s 
rails the agent at its destination on the connecting line is 
asked to call on the consignee. 

If the investigation, as thus carried on, fails, the papers are 
sent as a last resort to a traveling agent with instructions to 
make a thorough investigation personally. The traveling 
agents are a very important part of the mechanism of the 
bureau. Their use is one of the most interesting and im- 
portant departures made from past methods of handling claim 
matters. Their duties are numerous. They are on the road 
all the time, spending much of the time riding local trains, 
and have general supervision of the handling of freight in 
their territories. They stimulate conductors to use proper 
methods in breaking down merchandise cars after they start 
to peddle; prompt station agents to keep proper station 
records and seal records, and to make accurate check of 
freight from cars as well as to consignees; check up freight 
on hand at stations and do all they can to keep it moving 
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rapidly; see that agents know how to mark freight proper- 
ly and do so before forwarding it; find out the numtber o/ 
claims and O. S. & D. files agents have on hand unanswere:: 
and see that they are handled as promptly as practicable: 
make recommendations for improvements in methods ani 
increase of forces at stations, etc. They render two weekly 
reports, one giving the stations they have visited and describ- 
ing the conditions there, the other giving lists of the claims 
and O. S. & D. files at the stations they have visited, the length 
of time that these papers have been there and the reasons 
why, if any, the handling of any of them has been badly 
delayed. 

When the traveling agent receives the papers concerning a 
short report it is his duty to make a thorough investiga- 
tion on the ground of all the circumstances surrounding the 
shipment. He goes directly to shippers, consignees and 
employees, tracing the shipment through the hands of every- 
one whose hands it passed through as far as he can. He 
ealls on the superintendent of the division for assistance 
when he finds it necessary. In innumerable instances the 
traveling agents have been able to locate the causes of 
shortages and find the missing goods or fix the responsibility 
for their loss or theft when no other methods of investiga- 
tion would have availed. 

The “O. K.” reports are checked daily against the index 
cards for file references, and attached on the same date. Over 
reports are attached showing mishandling of shipments before 
investigation is started. Reports of wrecks and robberies are 
indexed by the date of the wreck or robbery; by the point where 
the wreck or robbery occurred; and by the car number and 
initials. They are filed according to the two ending digits of 
the car number. These reports also are checked against the 
loss and damage files. 


HANDLING MEAT SHORTAGES. 


It was early found that many of the shortages of meat re- 
ported were due to errors made by employees of the packing 
houses in billing meat distributed from peddler cars. The 
system was therefore adopted of writing the packers for 
their records, when a shortage of meat ‘was reported, which 
often disclosed that the shortage was due to some mistake of 
the shipper and not of the road. This has resulted in a steady 
reduction of errors made in billing meat to be distributed 
from packers’ peddler cars. At the same time that the pack- 
ing house is asked for its record, the agent at destination is 
asked by letter if the missing goods have been received there 
and directed to call on the consignee and find out if the ship- 
ment checked O. K. with his invoice. If by these means the 
cause of the mistake is not detected and goods are not found, 
the shortage is handled very much like other shortages. By 
this method the number of claims filed by one packing con- 
cern was reduced from 108 in the first two months of 1908 to 
60 in the first two months of 1909. 


HANDLING “DEAD OVER” FREIGHT. 


All reports showing “dead over” shipments—that is, ship- 
ments without marks—are separated from the rest of the 
over reports and assigned a separate file. As soon as a re- 
port is indexed it is checked against the short index cards. 
If this checking does not disclose a shortage somewhere which 
can be filled with the “dead over,” after being held at re: 
porting station for ten days the goods are sent to the “dead 
over” room which has been fitted up in the freight house at 
Springfield, Mo., and sold if there is no hope of ascertaining 
the owner. Springfield being a good business center, a mar- 
ket is found there for most of the over freight at satisfactory 
prices. All over freight is carefully marked and recorded so 
that it may be readily distinguished. ‘Dead over” freight is 
sold twice a month, and a full statement of sales is sent to 
the freight claim agent. ‘All dead over freight that can be 
used by the store department is turned over to that depirt- 
ment, which allows proper credit for same. 
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investigations regarding damage to freight are handled di- 
rectly with the division superintendents. Reports showing 
tha: damaged shipments originated on the rails of other roads 
are referred to the junction agent for a report on its condition 
when it passed his station. All returned shipments of shoes 
are invoiced at the point of origin, if on the Frisco’s rails, and 
if not, at junction point and destination, and these invoices 
are attached to the damage reports; and from the various 
reports it usually is possible to determine whether there has 
been pilferage in transit, and whether the consignee is 
trying to secure payment for goods he has received. 

HANDLING OF CLAIMS. 

As was the case before the present system was adopted, all 
claims are sent direct to the freight claim agent at St. Louis, 
and are forwarded by him, after he has backed and recorded 
them and checked them against the waybills, to the Loss and 
Damage Freight Bureau for investigation. This procedure 
is followed regarding claims of every nature, even when loss 
or damage is apparent at destination and has been verified by 
the agent when presented. The freight claim agent continues, 
however, to handle claims with foreign lines. 

When claims are received by the Loss and Damage Freight 
Bureau from the freight claim agent they are first sorted 
according to the months shipments were billed, and are then 
checked against the O. S. & D. index cards for the respective 
months, the short claims being checked against the damage 
index cards, as well as against the short index cards, and vice 
versa, because agents do not always make correct reports. 
The claims are also checked against the “wreck and robbery” 
files. As already stated, as a result of this process of check- 
ing a file regarding the shipment to which the claim relates 
usually is found, and in a large majority of cases contains 
information that enables the bureau to determine at once 
whether or not a claim should be paid. All claims are filed 
according to the last two digits in the number. There are two 
fille cases, one for open files and one for closed files. Each 
case holds 100 boxes, which are numbered 00 to 99, and Claim 
533,299, for example, would be found in box 99. The claims 
arising from shipments made in 1909 are indexed the first 
thing each morning, sorted according to class, checked against 
the O. S. & D. index files and given to the claim clerk of the 
bureau for handling, and a majority of 1909 claims are re- 
turned to the freight claim agent with statement of facts so 
that he can make prompt disposition on the same day that 
they are received, or the day following. Claims on which the 
bureau has over, short or damage files, and which it is desired. 
to take up with division superintendents with a view to hav- 
ing employees disciplined for the acts or omissions that have 
given rise to them, are returned to the freight claim agent 
with a statement of facts, from which he can readily de- 
termine the liability or non-liability of the company and with 
a statement that the O. S. & D. file has been retained for 
further investigation. This is conducted under the claim 
number and when it is completed the file is sent to the freight 
claim agent for consolidation with claim papers. This method 
prevents delay in declining or paying claims while responsi- 
bility is being fixed between the different employees. Claims 
for which the bureau does not have O. S. & D. files and which 
it is desired to take up with division superintendents for dis- 
cipline are returned to the freight claim agent with a state- 
men: of facts, in order that he may make prompt settlements, 
and as soon as he has made settlement they are returned by 
him ‘o the superintendent of transportation, who then handles 
them with the division superintendent in the same manner as 
Clain.: on which he has O. S. & D. files. When the loss and 
dam*ce freight bureau has not already an O. S. & D. file of 
the ::ipment to which a claim relates, the claim is taken up 


a 


and ‘:ndled just as an O. S. & D. report would have been if 
one ':d been received. If correspondence with shippers, con- 
signe and employees of the road does not clear up the facts 
abou: ‘he claim it is turned over to the traveling agent for 
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the same kind of an investigation that he would make of a 
shortage that could not be explained. 

The very thorough investigation that is made in the office 
of the superintendent of transportation of O. S. & D. reports 
puts this department in possession of information which, in 
connection with the information that it would get anyway, in 
the ordinary course of business, enables it both to get at the 
facts about claims with greater celerity than any other depart- 
ment could and to apply corrective measures that eliminate 
the causes of claims. Under the method obtaining on most 
roads the clerks in the offices of the freight claim agent and 
of the division superintendent exchange a large number of 
fruitless letters regarding a claim, the main object of the 
writers being apparently to get rid of the papers. As a result, 
agents, conductors and other employees often are bewildered 
with numerous unnecessary letters. Conductors in many cases 
are asked for their records on the handling of certain carloads 
of freight—the basis of the claim being, perhaps, delay to a 
car—when the records of the office of the superintendent of 
transportation show that each conductor who handled the car 
made 10 or 15 miles an hour with it. If the claim had come 
to the office of the superintendent of transportation in the 
first place the car accountant could have made a movement 
slip disclosing at once where the delay, if any, occurred. 

The superintendent of transportation has nothing directly 
to do with the administration of discipline. But when he re- 
ceives an over, short or damage report from a conductor, and 
does not receive one promptly from the proper agent, he calls 
the attention of the proper superintendent to the fact in a 
mimeograph letter. Similarly, when an agent renders an 
O. S. & D., but does not render it promptly, the fact is brought 
to the attention of his superintendent in a mimeograph letter. 
The attention of the superintendents is in like manner called 
promptly to other shortcomings of agents, conductors and 
other employees. When the investigation of an O. S. & D. 
report or a claim by a traveling agent reveals the failure of 
some employee to do his duty the facts are promptly laid 
before the superintendent. Employees find, in consequence, 
that their shortcomings are quickly detected and brought home 
to them, and all are stimulated to do more careful and faithful 
work, and the efficiency of the service is increased. The im- 
proved service not only reduces the amount that must be paid 
out on claims, but strengthens the position of the traffic de- 
partment in soliciting competitive business—a factor, the 
Frisco management believes, that will steadily increase in 
importance. 

THE RESULTS SECURED. 

What concrete results have been secured by this method of 
handling claims? The records show that for 84 per cent. of 
the 1909 L. C. L. claims thus far received the Loss and Dam- 
age Freight Bureau has had on hand files, and that in 75 per 
cent. of the cases the records already on hand were so com- 
plete that a recommendation could be made immediately to 
the freight claim agent either to pay or reject the claim. The 
system has made possible considerably greater promptitude 
in disposing of claims, and the total number of claims filed 
with the freight claim agent has been reduced. The follow- 
ing table gives the number of both local and foreign claims 
filed during the first eight months of 1909 and during the 
same months of the preceding year: 











on ge Ci vee. Sota 

| . Local. Foreign. Total. .ocal. ‘oreign. otal. 

Pr scnrns 6,138 1,226 7,364 3,794 1,655 5,449 

February ... 5,143 926 6,069 3,464 1,614 5,078 

March ....- 5,145 1,074 6,219 3,952 2,290 6,242 

April .i...%.'. 9,046 1,513 6,859 3,934 1,729 5,663 

May 4,723 1,230 5,953 3,216 1,550 4,766 

Po) 3,242 1,610 4,852 2,565 2,028 4,593 

DONE ei 800 3,248 1,504 4,752 2,387 2,084 4,471 

August 3,098 1,612 4,710 2,616 1,689 4,305 

36,083 10,695 6,778 25,928 14,639 40,567 

Net decrease in local claims filed...........-- 10,155, or 28.1 per cent. 
“~ jnerease in foreign claims filed.......... 3,944 a 36.9 <i 

“decrease in total number claims filed.... 6,211 13.2 


The reduction in local claims indicates that there has been 
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a substantial improvement in the handling of shipments origi- 
nating on and destined to points on the Frisco. It is difficult 
to account for the increase in foreign claims, which cover 
shipments handled over two or more lines, as there has been 
no difference in the methods of handling the two kinds of 
freight on the Frisco’s rails. 

For the fiscal year ending June 30, 1908, the total amount 
paid out in claims by the Frisco proper was $643,354.41, or 
2.85 per cent. of the amount of gross revenue from freight 
traffic. The amount paid out in freight claims for the fiscal 
year ending June 30, 1909, was $489,984.55, or 2.06 per cent. of 
the gross revenue from freight traffic. The reduction in 
freight claim payments was $153,659.86, or 23.8 per cent., while 
the increase in freight traffic was $1,554,292.81, or 5.1 per cent. 
The increase in gross earnings from freight traffic for the first 
eight months that the new plan was in operation was $2,431,- 
973.69, or 18.1 per cent., while the reduction in freight claim 
payments was $129,745.48, or 28.6 per cent. 

The foregoing figures cover only the Frisco Lines north of 
the Red River, over which only have Mr. Levy and Mr. Mac- 
Gregor jurisdiction.. Probably they do not do full justice to 
the improvement that has been made, for everyone familiar 
with such matters knows that if a freight claim department 
did not receive a new claim for six months it would go on 
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make the most far-reaching demands on the management, and 
if but a part of these are satisfied, up go the expenses aiid 
down go the earnings. No practical man at this day will ta 
the position that a street railway should be taken over | 
the city at any price. First of all we must inquire What wi! 
be the financial result? And it cannot be concealed that i) 
prospect of good business becomes less from year to year. 
city may very well secure a financial interest in such in 
undertaking, in order to secure influence in it, but the techni- 
cal operation had better be left to the private companies, jor 
a directory with business training can doubtless make mcre 
out of it than a city administration.” 





PENNSYLVANIA STATION AT BALTIMORE. 


The Northern Central, a subsidiary of the Pennsylvania, has 
prepared plans for the new passenger station at Baltimore, 
Md., to be built on the site of the present station between 
Charles and St. Paul streets. The present building and train 
shed will be removed. 

The new station will be 60 ft. wide and 275 ft. long. It will 
be of classical design and will be built of stone, terra cotta, 
brick and ornamental metals. The interior will be finished 
in marble, plaster, hardwood and leaded glass. The struc- 


Pennsylvania Station at Baltimore. 


paying out money on old claims that it had had under investi- 
gation. Furthermore, shippers often long delay presenting 
their claims. A large part of the money paid out in the first 
six months of 1909 consequently was in settlement of claims 
that grew out of shipments covering a period of several 
months before, and if the new plan actually is achieving the 
results that it seems to be the reductions both in the number 
of claims received and the amounts paid out in settlements 
should be much greater proportionately in the last six months 
of this year than they were in the first six months. Mr. Levy 
believes that, besides expediting settlements, and thereby 
pleasing patrons and winning new business for the road, his 
pian will reduce from $100,000 to $200,000 per year—on the 
basis of present freight traffic—the amount that the road has 
to pay out for loss and damage to freight. 





Mayor Lehr, of Duisburg, Prussia, at a recent meeting of 
his City Council, said: “There was a time when we were 
promised great ithings. from the operation of the street rail- 
ways by the city. Now it is different. The street railways are 
no longer so profitable as they were, and we have to consider 
carefully whether the city should take such a complicated 
business into its own management. Just as soon as the city 
comes into the possession of a street railway the citizens 


ture will be fireproof and supported by a steel frame. The 
two upper floors will be used for the offices of the company. 

The main waiting room, 64 ft. wide, 95 ft. long, and 35 ft. 
high, will occupy the center of the street floor. Adjoining it 
will be ticket offices, telegraph and telephone offices, news- 
stand, retiring rooms for men and women, lunch room, dining 
room, parcel and baggage rooms. The entrance to the main 
waiting room will be reached by walks and driveways from 
St. Paul and Charles streets, and the floor will be slightly 
above the level of Charles street. The waiting room will be 
lighted by ornamental leaded glass sashes placed in the ceil- 
ing. : 

A covered lobby 330 ft. long and 28 ft. wide will extend 
along the track side of the station and connect with Charles 
street bridge, allowing passengers to go to and from trains 
without entering the building proper. An enclosed lobby 50 
ft. wide will extend across the seven passenger tracks, which 
will: be 18 ft. below the main floor of the station. This lobby 
will open into the main waiting room of the station. Fight 
stairways will lead to the train platforms, which will be 20 
ft. wide and from 600 to 1,100 ft. long; the latter will accom- 
modate a train of fifteen cars. The platforms will be pro- 
tected with ornamental] steel shelters or canopies. 

On the side of the building facing Jones Falls a driveway 
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will be built between St. Paul street and Charles street, giv- 
ng vehicles access to the street floor. Another driveway will 
lend from St. Paul street down to the track floor; the latter 
will contain the main baggage room, Adams Express room, 
station master’s office, employees’ lockers, dining rooms, Pull- 
man commissary’s rooms, kitchen, and store rooms. 

The driveways and walks around the building will be pro- 
vided with heavy ornamental railways with clusters of elec- 
tric lights at intervals, and the unoccupied ground around the 
station will be planted with grass and shrubbery. Outside of 
the building at the St. Paul street end will be a large stand- 
ing space for cabs. 

The office floors will be reached by four elevators and two 
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plans were selected from eight plans submitted in competi- 
tion. The committee which made the selection was com- 
posed of H. Walters, Michael Jenkins, Norman James, T. N. 
Ely, President McCrea, and Vice-Presidents Rea and Atter- 
bury, with William L. Baily as advisory architect. 





THREE-TON FOUNDRY CRANE, 





In the Roanoke foundry of the Norfolk & Western, illus- 
trated in the Railroad Age Gazette July 16 and 23, there is a 
foundry crane in use that was designed and built at the 
shops. It is a post crane of three tons’ capacity, upon which 
a small air engine is used as a source of power for the hoist. 


— 
=I 
ig 








Three-Ton Pneumatic Foundry Crane; Norfolk & Western Railway. 


large stairways, giving access to each end of the: building. 
There will be ample space in the two upper floors to accom- 
moda‘e all of the Baltimore offices of the comp ny. 

The scheme for the general improvements provides for many 
track changes, and in making them there will be installed 
both cast and west of the station an entirely new system of 
autoi.atie signals and interlocking switches. 

The new station was designed by Kenneth M. Murchison of 
New York. Mr. Murchison was the designer of the Lacka- 
Wann: stations at Hoboken, N. J., and Scranton, Pa. His 


ing. The post is bolted to a foundation set in the floor and the 
boom swings around it. The thrust of the boom Is taken by a 
collar of the post about 5 ft. from the floor and Is fitted with 
a roller to lower the frictional resistance in turning. The cap 
at the top is also provided with steel bas for the bearing for 
the same purpose. The boom is of 5-in. channels, with the 
closely riveted lattice bracing, as shown. 

The engine is a two-cylinder air engine, with cylinders of 
414-in. diameter and 6-in. stroke, with cranks at right angles, 
and it is also provided with a fly wheel on the crank shaft. 
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‘The shaft bears a worm meshing in with a gear on the clutch 
of the hoisting drum which is operated by a lever shown in 
the side elevation. Another lever conveniently located is for 
manipulating the throttle so that hoisting and lowering can be 
done from any location. The swinging is done by pushing the 
load or the crane by hand. 

The boom is stayed by two 1\-in. rods that can - adjusted 
by turnbuckles to take up any wear or working out of aline 
ment, and the hoisting rope is of 4-in. wire. 





ORGANIZATION FOR A BRIDGE AND BUILDING 
DEPARTMENT.* 


The relations between the bridge and building department 
and the road department are so close we believe the best 
results can be secured by having both under the same aead. 

We have prepared diagrams showing an organization suit- 
able for roads having 1,000 miles or less, 3,000 and 6,000 miles 
of track. For a road having 1,000 miles or less we have 
shown the head of the B. & B. department as chief engineer. 
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Organization for 1,000-Mile Road. 


To him report one or two supervisors who are in charge of 
the B. & B. foreman and water service men. 

For a road having 3,000 miles of track we have shown as 
B. & B. department head a chief engineer with an engineer 
B. & B. as a member of his staff, it being the duty of the 
staff officer to furnish plans and look after the execution 
of the work while the chief engineer directs the policy. Re- 
porting to the chief engineer is an engineer maintenance of 
way, to whom six division engineers report, who in turn 
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each have a supervisor of B. & B., who is in charge of the 
B. & B. foremen and water service men. 

For a road having 6,000 miles of track we believe the fol- 
lowing organization will be very effective: 

Chief engineer is the head, with an engineer B. & B. as a 
member of his staff, to whom report a superintendent of 
bridges, superintendent of buildings, superintendent of water 
service, and supervisor of scales, each of these having two 
inspectors. Reporting directly to the chief engineer are two 
engineers maintenance of way, each having six division engi- 
neers and each division engineer having one supervisor of 
bridges and buildings who is in charge of the B. & B. fore- 


- *From a committee report to the American Railway Bridge & Build- 
ing Association. 
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men, water service and scale men, each B. & B. foreman hav- 
ing a district of about 125 track miles. Under each supe:- 
visor is a water service foreman with an assistant to leo x 
after all repairs to water stations, and one thoroughly com. 
petent scale carpenter to look after all repairs to scales. 

A road of this size should be properly equipped with suffi- 
cient tools to enable the superintendent of bridges to have a 
force in the field for the construction of culverts, masonry and 
erection of steel bridges. 

The superintendent of buildings and superintendent of 
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water service should also have sufficient force to handle all new 
work in their respective nes. This applies to new lines as 
well as existing ones. 





AFRICAN RAILWAYS. 


A U. S. consular report gives the following information re- 
lating to railway building in Africa: 

The governor of German East Africa opened the 28-mile 
branch line from Mombo to Bouiko on June 27, and also a 
light railway connecting Mombo with the Choume forest, The 
former line is of great importance since it passes through a 
country where animal transport is impossible owing to the 
prevalence of the tsetse fly. The colonia] minister has de- 
cided te continue the line to Kilmandjoro, owing to the strong 
representations from the colonists. 

On June 22 the earthworks of the Upper Kongo-Great Lakes 
Railways were completed up to kilometer 240 and rails were 
laid up to kilometer 164 on the Kindu-Congolo line. The 
Kindu-Congolo line has a length of 217 miles and will be 
completed in February, 1910. The temporary bridge on the 
Lufubu river has been completed. This bridge has one truss 
of 164 ft. and several of 49 ft. 

On the Stanleyville-Pontherville line, which is the first 
section of the all-Belgian route to Katanga, repairs have been 
executed. The serious damage recently caused to the line by 
the heavy floods have been repaired and traffic is again going 
as usual. 

The report on the Egyptian State Railways and Telegraphs 
just published for 1908, shows an increase in work and ex- 
tensions during the year. Many requests for new stations 
were received, but the trained staff to work them does not 
exist. Men are being trained as rapidly as possible, but 
pace has to be kept with the new signaling system which 
is being installed everywhere; the coal consumption has been 
11.8 kilos per kilometer, as compared with 11.2 in 1907; 325 
engines have been fitted with vacuum brake, 13 having front 
connections, 18 having steam brake. Considerable new pas 
senger stock, including 26 first-class carriages, has been 
brought into service; also 56 animal vans and 10 vegetable 
and fish vans. Many additions were made to the Luxor- 
Assuan line. 
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Committees of all the brotherhoods are said to be making 
very frequent calls on railway managers, both in the East 
and in Chicago, with a view to securing increases of wages. 


At the Brooklands bowl-shaped track near London, Eng- 
land, on Monday last, Auguste Hemery drove an automobile 
a half mile, with a flying start, at the rate of 127 miles an hour. 


The Bethlehem Steel Company has made increases of about 
10 per cent. in the wages of the men in the machine shops, 
foundries, blast furnaces and yards. The Reading Iron Com- 
pany has also made increases in all departments. 


The Lake Shore-New York Central line, with its new time- 
table of Nov. 7, put on a 22-hour train from Chicago to New 
York, not before announced. It is known as No. 6 and leaves 
Chicago daily at 10.15 a. m. and arrives at New York at 
9:15 @.. Mm, 


The freight tariffs now in force on the railways west of 
Chicago provide for a charge of 1144 cents per 100 lbs. on 
freight billed at carload rates (on the assumption that the 
consignee will do the unloading) if such freight is unloaded 
into freight houses. 


Telephone circuits for train despatching are now in use on 
the Burlington system to the extent of 2,500 miles of road, and 
or more than half of this mileage there are no telegraph cir- 
cuits in use, the telephones being used not only for all railway 
business, but also for Western Union messages. 


A press despatch from New Haven says that after a long 
conference between General Manager Higgins, of the New 
Haven road, and representatives of dissatisfied clerks, the 
clerks had gone away satisfied. Press despatches last week 
said that many hundred clerks of the company were taking 
action looking to a strike. 


The Chicago Great Western will put a General Electric gas- 
electric motor car in service on November 14 for local passen- 
gers on its line between St. Joseph, Mo., and Parnell. The 
car Will make the run of 51 miles in two hours. The purpose 
is to give, as nearly as possible, the same kind of service as 
would be given by an electric interurban car. 


The New York, Chicago & St. Louis is to put in telephone 
train despatching equipment for its line from Conneaut to 
Bellevue, 132 miles. There will be 28 regular station equip- 
ments, with a number of siding telephones to enable the train 
crews to get into direct communication with the despatcher. 
Western Electric telephone train despatching apparatus and 
Gill selectors will be used. 


In the United States district court at Pittsburgh, Pa., on 
Tuesday last, in the suit of the United States against the 
Baltimore & Ohio for violation of the law regulating the 
proportion of cars in trains which must be equipped with 
continuous brakes, Judge Orr granted a nonsuit. Accord- 
ing to the despatches the government will take the case to 
the United States supreme court. 


The president of the Philadelphia Rapid Transit Co., in a 
conference with a committee of dissatisfied employees, said 
last week that the receipts of the company had increased $350 
a day since the dismissal of 75 or 100 dishonest conductors. 
The committee had demanded reinstatement of four men, but 
were shown records which, according to the newspaper report, 
led them to withdraw the demand. 


_The business men of Leavenworth, Kan., recently asked the 
Union Pacific to put an additional passenger train on its line 
Tunhing west from Leavenworth 100 miles. The management 
declined the request because the train would not pay its run- 
ning expenses. The business men then offered to buy a motor 
car themselves and run it, paying for the use of the track. The 
Proposition has not yet been acted on. 


Henry, R. W. and John A. Goll, of Glasgow, Mo., have 
brought suit at Moberly, Mo., against the Chicago & Alton 
for ¢omages aggregating $47,920. They allege that a tract of 


735 acres of land owned by them was overflowed in 1908 and 
1909, resulting in the drowning of their “stock and destruction 
of the crops, and that the overflows were due to an embank- 
ment on the Missouri river built by the Chicago & Alton to 
protect its right of way. 


The New York State Public Service Commission, Second 
District, reports that for the month of September the num- 
ber of passenger trains run in the State was 62,092, of which 
82 per cent. were on time at division terminals. The average 
delay of each late train was 24.3 minutes. The average delay 
for each train run was 4.2 minutes. The Dunkirk, Allegany 
Valley & Pittsburgh had 96 per cent. of its trains on time and 
the New York, Susquehanna & Western 97 per cent. 


The Santa Fe announces that on January 1 it will put ona 
new train between Chicago and Los Angeles and San Francisco. 
The run of the train, which now leaves Chicago at 9:30 a. m. 
for Kansas City, will be extended from Kansas City across the 
continent. It will run at the same speed as the “Colorado 
Limited,’ covering the distance in 72 hours. A new train will 
be put on between Chicago and Kansas City to take local pas- 
sengers, and new trains will also be put on between Kansas 
City and Denver and between Kansas City and the Southwest. 


The Grand Trunk Pacific, now open to Edmonton, about 
800 miles west of Winnipeg, ran a special train for newspaper 
men over this distance last week in 23 hours, equal to nearly 
35 miles an hour. It is said that the establishment of regular 
through passenger trains to Edmonton will be deferred until 
spring, because the line is not all fenced, and the Railway 
Commission of Canada will not consent to the running of 
trains at full speed until the fences shall have been put up. 


Pennsylvania newspapers report that a considerable num- 
ber of employees of the Pennsylvania Railroad have asked 
the general manager to allow employees to contribute to a 
pension fund. All employees are now eligible for pensions 
paid by the railway company, but the present proposition is 
made by those who wish, by their own contributions, to 
provide for larger pensions. Such a plan, if carried out, is 
expected to meet the wants of those who think it may be 
desirable to retire from the service at an earlier age than that 
provided under the present pension regulations. 


The New Jersey State Board of Assessors has filed with the 
State Comptroller a schedule of the valuations of railway and 
canal property for 1909. The total assessment is $281,214,158, 
an increase of $8,934,168 over last year. The total tax levied 
is $5,088,345, an increase over 1908 of $426,813. The local 
taxing districts will receive $1,537,340 and the State $3,751,004. 
The aggregate assessed valuation of the larger railway 
systems operating in the state is as follows: Pennsylvania, 
$86,349,835; Central, $56,485,327; Delaware, Lackawanna and 
Western, $48,866,714; Lehigh Valley, $23,958,942; Erie, $23,- 
585,746; Philadelphia & Reading, $11,408,240; New York, Sus 
quehanna & Western, $7,655,664. 


The State Railroad Commission of Indiana has issued a 
circular to the Interurban Railways of the state saying that 
complaints are made that trainmen on some of the lines are 
sometimes required to remain on duty more than 16 hours. 
The Indiana 16-hour law does not apply to interurban roads, 
but, inasmuch as Congress and the General Assembly of In- 
diana have enacted “human endurance laws,” the commis- 
sion thinks that the roads should not require or permit their 
trainmen to work more than a reasonable length of time. 
Therefore “the -commission desires to impress upon you 
that trainmen and employees should not be required or al- 
lowed to remain on duty longer than 16 consecutive hours, 
or to go on duty without having had at least eight hours’ 
| al a a 


The United States Civil Service Commission will hold ex- 
aminations November 23 and 24 to secure eligibles for the 
positions in the Bureau of Statistics and Accounts of the 
Interstate Commerce Commission. The Commission wants. 
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men as follows: Five (5) for positions as examiners, salaries 
from $2,220 to $3,000; fifty (50) for examiners, salaries from 
$1,860 to $2,100; and fifty (50) for clerks, salaries $1,200 to 
$1,620. The special qualifications desired are those of gen- 
eral auditing, disbursements, freight, passenger and claims ac- 
counting of steam and electric railways and other common 
carriers, express seryice and steamship service. The age 
limit of candidates is from 21 to 48 years. The examination 
of candidates will be held in the state or territory in which 
they reside. Circulars may be obtained from the U. S. Civil 
Service Commission, Washington. 


Dr. Ernest J. Berg, of Schenectady, N. Y., has been ap- 
pointed professor of electrical engineering at the University 
of Illinois. Dr. Berg for the past 17 years has been as- 
sociated witn the General Electric Co. He was born in Sweden 
in 1871, was graduated from the Royal Polytechnical Institute, 
Stockholm, in mechanical engineering in 1892, and came to 
the United States in 1893. As a representative of the Gen- 
eral Electric Co. he designed and supervised the installation 
of the first rotary transformers in the city of Chicago a dozen 
or more years ago. He has been an expert adviser, both at 
Schenectady and at Lynn, and has been sent to Europe many 
times. During the last three years he has given lectures at 
Union College, Schenectady, and he has received from that in- 
stitution the honorary degree of Doctor of Science. Dr. Berg 
understands the English, German, French, Swedish, Norwegian 
and Danish languages and his contributions to scientific litera- 
ture are numerous and of high value. The coming of Dr. 
Berg will not deprive Illinois of the services of Professor 
Brooks, who at the expiration of his present leave of absence 
will continue as a professor of the department. 


Representatives of the various railway brotherhoods have 
been calling at the newspaper offices in Chicago to protest 
against the agitation that is being carried on for electrification 
of terminals and for the suppression of the smoke nuisance. 
The newspapers have been daily printing articles with pictures 
of smoking locomotives. The railway employees state that this 
publicity is doing a great hardship to them; that they are 
doing all in their power to keep smoke at a minimum, and be- 
lieve that in consequence the amount of smoke caused by loco- 
motives in Chicago is less in proportion to their number than 
in any other city where soft coal is burned. They state that 
the railways are trying, by the use of smoke-consuming de- 
vices and the enforcement of strict rules, to suppress the smoke 
nuisance, and that the result of the newspaper agitation has 
been that many employees have been laid off by their superior 
officers. This, they say, has been especially true on the Chicago 
& North Western, where the Brown system of discipline is not 
in effect and discipline is administered by suspension. The 
employees oppose electrification on the ground that it will in- 
crease the hazard of their employment and lead to reductions 
in wages. 





Government Ownership in Texas. 


A ruling of the department of justice of Texas discloses that 
the only railway in that state which can issue free passes 
without restriction is the Texas State Railroad. A state law 
prohibits, with the usual exceptions, the issuance of passes by 
railway companies. But, says the department of justice, the 
Texas State Railroad is owned by the State of Texas and the 
State of Texas is not a railway company. Therefore it may is- 
sue passes. Needless to say, the politicians have not been slow 
to take advantage of this situation. It is stated that there 
are at least 26 (annual) passes on the State Railroad, and 
that most of them are in the pockets of officers of the State 
of Texas. A writer in the Houston Post says, however, that 
if the facts about the operation of the state railway were fully 
known some of those who have passes might be less ready to 
use them. He says that the chief train despatcher is a con- 
vict by the name of Davis, who performs~his duties from a 
cell in the penitentiary.: , 


The Penitentiary Investigating Committee has made a re- 
port on this state-owned railway (running from Palestine to 
Rusk, thirty-three miles). It is said to be the plan of the 
Democratic political element, which advocated its construction 
to extend the line east and west a further distance of about 
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200 miles, and to ultimately have it reach all the way across 
the state. 

These ambitious plans, however, will meet with opposition 
The last Legislaiure authorized bonds to the amount of $200,- 
000, to be issued to build the line to Palestine. These bonds 
were purchased by the permanent school fund of the State, 
and it is now claimed that there is very little prospect of 
that fund ever being reimbursed for the money which it paid 
for the bonds. The Investigating Committee is, so far, un- 
able to find how much the road cost to build. The State 
Penitentiary authorities supervised the construction work. 
The road has very little traffic and is being operated at a 
loss, it is said. There are no towns and no industries on the 
line between its two terminals. 





Bonuses for Omaha Street Railway Men. 


The Omaha Street Railway Company has rewarded the men 
who stuck to their places during the recent strike. It has 
paid out $25,000 in bonuses to about 150 men. When these 
men received their pay for last month’s work they were given 
a surprise by finding extra sums in their envelopes. All who 
reported for duty each day during the fifteen days of the 
strike and put in full time were given $150 beside the regu- 
lar wages. All who reported for duty, but were not assigned 
to runs, were given bonuses of $5 per day each. The barn, 
track foremen and road officers who remained at their posts 
were paid bonuses of $200 each, and every man who went out 
on strike, returning prior to the time that the company de- 
termined that the labor trouble was over, was paid $5 per 
day from the time of returning, regardless of whether they 
worked or not. 





A Shortage of $643,000. 


Albert H. Harris, vice-president of the Cleveland, Cincinnati, 
Chicago & St. Louis, has given out the following statemeni: 

“The amount of the defaleation of C. L. Warriner, local 
treasurer of this company at Cincinnati, has been ascertained 
to be $643,000. Warriner has turned over to the company 
property amounting to more than $100,000, and there will be 
received from the American Surety Co., on its bond, $50,000, 
leaving the net amount of the shortage something less than 
$500,000. Warriner has been arrested and is now held to 
await the action of the grand jury. 

“The method he adopted was to cover his defalcation in the 
item of ‘cash in transit.’ At the end of each month there are 
considerable sums of money on their way to the local treasurer 
from station agents and others, which have not been received 
by him. It was by including in this item the moneys which 
he had in fact stolen that he was enabled to conceal his defal- 
cation.” 





U. S. Forest Service Laboratory. 


The government has completed preparations for the transfer 
of the United States Forest Service Products Laboratory to 
Madison, Wis., where it will be established in a $50,000, fire- 
proof, brick laboratory being built by the University of Wis- 
consin. The equipment formerly in the Yale and the Purdue 
Timber Testing Laboratories will be transferred to the new 
laboratory, the one at Yale having been discontinued October 
1. The office of Wood Utilization is also being transferred, 
its new headquarters to be in Chicago. The staff at Madison 
will carry on experimental research and co-operate with com- 
mercial plants by verifying experiments on a commercial scale 
and assisting in the application of valuable processes. The 
staff at Chicago will study the wood-using industries of the 
country and collect statistics of prices and movements of 
lumber. 





Canadian Society of Civil Engineers. 


At a meeting of the mechanical section on November !'. 4 
paper by G. L. Guillet, M.Sc., on “The Use of Alocohol in an 
Internal Combustion Engine,’ was read by the author and 
illustrated by lantern slides. 
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Railway Signal Association Committees. 





‘ie executive committee of the Railway Signal Association 
has announced the principal subjects to be dealt with during 
the coming 12 months with the names of the members of 
the committees to which each subject is assigned. There is 
a new committee on electric signaling, the work of which is 
outlined in the following paragraphs; and following that we 
give the names of the members of this and the other committees. 


ELECTRIC SIGNALING FoR ELEcTRIC RAILWAYS. 
Outline of Work. 


(a) Establish the history of the first suitable installation. 

(b) Describe systems of a.c. track circuits used with p.c. 
propulsion, stating propulsion voltages; to include all known 
practices in the United States or Canada. 

(c) Same as b except a.c. track circuits used for 
phase A.c. propulsion, stating propulsion voltages. 

(d) Same as b except p.c. track circuits or their equivalent 
use with D.c. propulsion. 

(e) Describe systems of signals in use on above lines, briefly 
stating method of control and other points of interest in order 
to assist the student to formulate comparisons and conclusions. 

(f) Invite similar information to be submitted by firms in 
Great Britain and on the continent. 

(g) Historical sketch and all data procurable of jointless 
track circuits. 

(h) Sketches of circuits in use with each class of installa- 
tion. 

(i) Steam roads equipped with a.c. 
ticipation of being electrified. 

(j) Steam roads supplied with a.c. track circuits, not an- 
ticipating electrification, ie both types of this kind of 
installation. 

(k) Sketches of various track circuits referred to in out- 
lines. 

(1) It is suggested that a sub-committee be organized to 
gather data relating to the use of alternating currents in sig- 
nal work on steam roads. 


single- 


track circuits in an- 


COMMITTEE. 


C. C, Rosenberg, Chairman, Bethlehem, 4° 

C, H. Morrison, Vice- Chairman, i ie # - o. & H., New Haven, Conn. 

J. V. Young, B. & M., Boston, Mass. 

W. C. Smith, Boston "Elevated, Charlestown, Mass. 

J. M. Waldron, Interboro Rapid Transit, New York City. 

W. N. Spangler, Penn. Tunnel & Term., New York City. 

J. Heywood Philadelphia Rapid Transit, Philadelphia, Pa. 

E. B. Smith, N. Ry C. & H. R., New York City. 

E. C. Grant, U. pM Bog Neb. 

me. A. Logue, Conlertenal Valley, Chambersburg, Pa. 

=e. B. Whitney, Jr., Hudson & Manhattan, New York City. 
. P. Allen, Penn., Philadelphia, Pa. 


No. 1.—SIGNALING PRACTICE. 


A. H. Rudd, Chairman, Penn., Philadelphia, Pa. 
L. R. Clausen, Vice-Chairman, C., Ma. & St. P., Chicago, Ill. 
C. €. Anthony, J. C. Mock, 
H. 8. Balliet, F. P. Patenall, 
H. S. Cable, J. A. Peabody, 
Cc, A. Christofferson, T. S. Stevens, 
c& Denney, H. H. Temple, 
W. a. Elliott, —~ W. J. Eck. 
A.S. Ingalls, 


No. 2.—MECHANICAL INTERLOCKING. 


C. J. Kelloway, Chairman, Atlantic om Line, Wilmington, Del: 
L. Hartley, Vice- Chairman, C. & E. I., Chicago, III. 
&. H. Pa sss § Ww. B. Morrison, 


E. C. Graham, F. C. Stewart, 
L. Brown, F. W. Pflegling, 
T. A. Jones, E. W. Kolb, 
Chas. Stephens, Cc. J. Cannon, 

J. 1, Vernon, J. Diefenbach, 
W. H. Fenly, 8. T. Brotzman. 
C,H. Wiegand, G. W. Chappell. 


No. 3.—r’0wWER INTERLOCKING. 
o Hf. Mann, Chairman, Mo. pac.» - a Mo. 
Follett, Vice- Chairman, N. & H., New Haven, Conn, 
W. H. Arkenburg, : cae 


W. A. i artley, i 'B. Wiegand, 
E N. Manuel, R. C. Johnson, 
A, | -verett, W. M. Post 
W. ran ‘larland, E. Winans, 
> he ip ‘hnson, ‘. F. Bacon. 
No. 4.—Avu _— Biock SIGNALING. 
& <. ©. Shaver, Chairman, C., R. I. & P., Chicago, III. 
E . Higgins, Vice-Chairman, é R.R. or N. J., Elizabeth, N. J. 
F A. A! en, Cc. P. Woodson, 
. H. } miley, A. H. Rice, 
ri oS arles, E. W. Newcomb, 
5 M - Dsves, W. H. Willis. 
ay F''zgerald, R. L. Hartzell, 
. E G. 'mor, A. R. Fugina, 
‘i » Jn cobs, H. K. Ferguson, 
SNY varack, J. C. Finch, 
»N.W ivht, I. J. Rhinehart. 
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No. 5.—MaNnvtaL BLiock SIGNALING. 


S. P. Hull, Chairman, N. Y. C. & H. R., New York City. 
H. F. Lomas, Vice-Chairman, I. C., Chicago, III. 

J. A. Beoddy, E. B. Pry, 

H. J. Foale, E. J. Relph, 

W. F. Giles, C.. PF. Clark 


G. W. Hulzizer, J. Beaumont. 
L. R. Mann, F, J. Hemphill. 


No. 6.—AUTOMATIC heiveanin AND CaB SIGNALS. 


R. C. Johnson, Chairman, N. Cc. & H. R.. New York City. 
H. K. Lowry, Vice-Chairman, %. as & St. P.. Milwaukee Shops, Wis. 
J. M. Waldron, | Amback, 


W. R. Hastings. 
AND DEFINITIONS. 


Philadelphia, Pa. 
F. P. Patenall. 


STANDARD DESIGNS. 


James Heywood, 
No. 7.—SUBJECTS 


Cc. C. Anthony, Chairman, Penn., 
re oe Mock, 


J. C. Mock, Chairman, Detroit River Tunnel Co., Detroit, Mich. 
J. A. Peabody, Vice-Chairman, C. & N. W., Chicago, Ill. 
c. C. Anthony, T. §. Stevens. 
F. P. Patenall, 
WIRES AND CABLES. 
W. H. Elliott, Chairman, N. Y. C. & H. R., Albany, N. Y. 
E. L. Adams, Vice-Chairman, L. 8S. & M.S... C leveland, Ohio. 
W. L. Dryden, V. I. Smart, 
James Heywood, M. E. Smith, 
E. E. Mac J. E. Smith, 


G. 8. Pflasterer, E. L. Watson, 
J. D. Phillips, L. L. Whitcomb, 
D. W. Richards, J. W. Young. 


SrorRaAGE BATTERY. 


A. H. Yocum, Chairman, P. & R., Philadelphia, Pa. 


S. Miskelly. 
LIGHTNING ARRESTERS. 

Chairman, So. Pac., San Fr opens, Cal, 

Vice-Chairman, C. R.R. of N. J., Easton, Pa. 
W. E. Boland, A. een McKeen, 
E. M. Cutting, rea 
H. A. Conteris, a. of Oiecletland, 
Cc. F. Hastings, W. J. MeWain, 
P. B. Hyde. Ww. . Peddle. 

On MetnHop or RecorDING SIGNAL FAILURES. 


J. C. Young. Chairman, Union Pac., Omaha, Neb. 
W. Morrison, Vice-Chairman, N. Y. C. & H. R., New York City. 


W. W. Slater, 
J. Fred Jacobs, 


D. H. Case, G. H. Dryden, 
Alexander Brown, KE. C. Hitchcock, 
J. R. Decker, H. W. Lewis. 


PROMOTION OF SIGNALING EDUCATION. 


. J. Eck, Chairman, Southern, Washington, D. C. 
E K. Ferguson, Vice-Chairman, A. & S. F., Atchison, Kan. 
R. E. Trout, F.E. Bender, 

W. F. Johns, H. C. Williams, 

W. B. Weatherbee, Caleb Drake. 





M. C. B. and M. M. Conventions. 

The executive committees of the Master Car Builders’, Amer- 
ican Railway Master Mechanics’ and Railway Supply Manu- 
facturers’ associations met at the Hotel Belmont, New York, 
November 10, and decided to hold next year’s conventions at 
Atlantic City, N. J. The sessions of the Master Car Builders’ 
Association will begin Wednesday, June 15, and last three 
days; the American Railway Master Mechanics’ Association 
will meet Monday, June 20, and adjourn at noon Wednesday, 
June 22. The headquarters of all three associations will be 
at the Marloborough-Blenheim Hotel. The meetings and the 
exhibition will be held on Young’s Million Dollar Pier. 





Chicago Engineers’ Club. 


F. A. Delano, president of the Wabash, addressed the Chi- 
cago Engineers’ Club at noon on November 9 on Railroad 
Terminals. It is proposed to have addresses given before the 
club during the coming winter on the following subjects: 
(1) Deep Waterways; (2) Harbors and Waterways; (3) Build- 
ing Regulations; (4) Pavements and Street Cleaning; (5) 
Public Regulation of the Use of Private Property; (6) Freight 
Handling; (7) Smoke Consumption; (8) City Beautiful. 





Western Railway Club. 


At the meeting on November 16 two papers were read, as 
follows: The Transportation of Dangerous Articles, by B. 
W. Dunn, and Electrification of Chicago Railways, by C. A. 
Seley. 





RAILROAD AGE GAZETTE. 


Railway Business Association, 
The committees of this association for the ensuing year 
are as follows: 
CREDENTIALS, 
George E. Molleson, chairman, Tyler Tube & Pipe Co. 
F. S. Dinsmore, Railroad Age Gazette. 
L. R. Pomeroy, Safety Car Heating & Lighting Co. 
S. A. Crone, Buffalo Brake Beam Co. 
FINANCE. 
Otis H. chairman, American Brake 
dry Co. 
C. H. Howard, 
’. C. Dodd, 


Cutler, Shoe & Foun- 
Commonwealth Steel Co. 
W National Lock Washer Co. 
B. A. Hegeman, Jr., U. S. Metal & Manufacturing Co. 
A. P. Storrs, Storrs Mica Co. 
D. P. Lamoreaux, Beaver Dam Malleable Ircn Co. 
F. P. Huntley, Gould Coupler Co. 
RESOLUTIONS. 
W. H. Marshall, chairman, American Locomotive Co. 
W. C. Arthurs, Mt. Vernon Car Co. 
C. S. Hawley, Consolidated Car Heating Co. 
D. S. Marfield, American Valve & Meter Co. 
H. G. Prout, Union Switch & Signal Co. 
E. G. Buckwell, Cleveland Twist Drill Co. 
A. B. Johnson, Baldwin Locomotive Works. 


NOMINATIONS. 
E. Clow, chairman, Jas. B. Clow & Sons. 

E. B. Leigh, Chicago Railway Equipment Co. 

Stephen C. Mason, McConway & Torley Co. 

W. H. Miner, W. H. Miner Co. 

R. Ortmann, Ajax Forge Co. 

W. B. Leach, Hunt-Spiller Mfg. Corp. 

1, T. Hartz, Morden Frog & Crossing Works. 

Henry H. Hawley, Railroad Supply Co. 

M. Wilson, Barney & Smith Car Co. 

S. G. Allen, Franklin Railway Supply Co. 

Henry M. Brown, Brown Car Wheel Works. 

James Rawle, J. G. Brill Co. 

ON EXECUTIVE COMMITTEE REPORT. 

R. F. Carr, chairman, Dearborn Drug & Chemical Works. 

W. C. Kerr, Westinghouse, Church, Kerr & Co. 

John E. Bradley, Osgood, Bradley & Sons. 

E. L. Langworthy, Adams & Westlake Co. 

G. C. Lucas, Cleveland Frog & Crossing Co. 

Wm. Marshall, Anglo-American Varnish Co. 

G. D. Terbell, American Brake Shoe & Foundry Co. 

The treasurer's annual statement, for the year ending Sep- 
tember 30, which was presented at the meeting, held in New 
York this week, is as follows: 

Receipts. 
Fees and contributions $46,250 
Disbursements. 
Rent, furnishings, ete. 
Office expenses, printing, etc. 
Salaries ... 
Traveling and executive expenses............... 
Chicago, Springfield and Albany demonstrations. . 
Miscellaneous 


$3,319 
8,310 
14.151 
1,631 
2 ,249 


RON) CRRORBER oe ces hha 545 snk oh coe a keene S 
Cash on hand. 


$46,2: 50 





Association of Railway Electrical Engineers. 
About thirty members met informally at the Lakeside Res- 
taurant, Adams and Clark streets, Chicago, on Wednesday 
night, November 3, for general discussion of live subjects. 
N. E. Lemmon, of the Pullman Company, was chairman, and it 
was decided to nold similar gatherings at the same place on 
the first Wednesday of each month. 


American Section, International Commission on Railway 
and Steamship Refrigeration. 

The following have been appointed as the members of the 
American section of the International Commission on Railway 
and Steamship Refrigeration: E. O. McCormick, assistant traf- 
fic director Union and Southern Pacific, chairman; W. B. Bid- 


St. Louris Raitway CLuB.—B. W. Frauenthal, Union Station, St. 
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dle, third vice-president Rock Island-Frisco System; J. \. 
Culp, vice-president Southern Railway; Carl Howe, mana:-er 
New York Central Fast Freight Lines, Buffalo, N. Y.; < 
Harold Powell, pomologist, in charge of fruit transportat: 
and storage, Bureau of Plant Industry, United States Dep: 
ment of Agriculture, Washingion, D. C., and E. F. McPi 
refrigerator service agent, Illinois Central, secretary. 





American Railway Association. 


The ‘fall session will be held at the Auditorium Hoiel, 
Chicago, on Wednesday, November 17, at 11 a. m. Reports 
will be presented by the following committees: Execut 
Committee; Committee on Transportation; Committee 
Maintenance; Commiitee on Relations between Railways; 
Committee on the Safe Transportation of Explosives and Ot) 
Dangerous Articles; Committee on Electrical Working 
Committee on Nominations. 





MEETINGS AND CONVENTIONS. 


The following list gives names of secretaries, dates of nert or regu- 
lar meetings, and places of meeting. — 


AIR BRAKE ASSOCIATION.—F. M,. [. Nellis, 53 State St., 
May 10-13; Indianapolis. 

Ausarcar ASSOCIATION OF DEMURRAGE OFFICERS.—A, G, 
Scranton, Pa. June, 1910; Niagara Falls, Ont. 

AMERICAN Assoc. OF LocaL Freicut AGENTS’ ASS’NS.—G. W. 
son, Penna. Co., Toledo, Ohio. 
AMERICAN INSTITUTE OF ELECTRICAL ENGINEERS.—R. W. Pope, 33 West 
39th St., New York; second Friday in month; New York. 
AMERICAN RAILWAY ASSOCIATION.—W. F. Allen, 24 Park Place, New 
York ; Nov. 17; Chicago. 

AMERICAN RAILWAY BRIDGE AND BUILDING ASSOCIATION.—S. F. 
son, B. & M., Concord, N. H. 

AMERICAN RAILWAY ENGINEERING AND MAINT, OF WAY 
Fritch, Monadnock Bldg., Chicago, March 14-17, 

AMERICAN RAILWAY INDUSTRIAL ASSOCIATION.—G. L. Stewart. St. L. 
S. W. Ry., St. Louis; second Tuesday, May; Memphis, Tenn. 

AMERICAN RAILWAY MASTER MECHANICS’ ASSOCIATION.—J. W. Taylor, 
Old Colony Building, Chicago. 

AMERICAN SOCIETY FOR TESTING MATERIALS.—Prof. Edgar 
Univ. of Pa., Philadelphia. 

AMERICAN SOCIETY OF CIVIL ENGINEERS.—C. W. Hunt, 220 W. 57th St., 
N. Y.; ist and 3d Wed., except July and August ; New é 

pice, 2 

Dec. 7-10; New York, 

ASSOCIATION.—B. V. 


Boston, Mass. ; 
Thomason, 


Denni- 


Patter- 


Assoc.—E. H. 
1910; Chicago. 


Marburg, 


AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W 


39th St., N. Y.; 2d Tues. in month; annual, 
AMERICAN STREET AND INTERURBAN RAILWAY 
Swenson, 29 W. 39th St., New York. 
ASSOCIATION OF AM. Ry. ACCOUNTING OFFICERS.—C. G. Phillips, 148 
Dearborn St., Chicago; June 29, 1910; Colorado Springs. 
ASSOCIATION OF RAILW AY CLAIM AGENTS.—E. H. Hemus, A., T. & S. F. 
Topeka, Kan.; May; Nashville, Tenn. 
ASSOCIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P, W. Drew, 
Wisconsin Central Ry., Chicago. May 16-20, 1910; Los Angeles. 
ASSOCIATION OF TRANSPORTATION AND CAR ACCOUNTING OFFICERS.— 
G. P. Conard, 24 Park Place, N. Y. Dec. 14-15; Chattanooga. 
CANADIAN RAILWAY CLUB. James Powell, Grand Trunk Ry.. Montreal, 
Que. ; Ist Tues. in month, except June, July and Aug. : Montreal. 
CANADIAN SocieTy OF CIVIL ENGINEERS. —Clement H. McLeod, Mon- 
treal, Que.; irregular, usually weekly ; Montreal. 
CENTRAL RAILWAY CLuB.—H. D. Vought, 95 Liberty St., New York; 2d 
Friday in January, March, May, Sept. and Nov.; Buffalo, 
FREIGHT CLAIM ASsocIATION.—Warren P. Taylor, Rich., Fred. & Pot. 
. R. Richmond, Va. June 15, 1910, California. 
INTERNATIONAL MASTER BOILER MAKERS’ ASSOCIATION.—Harry D. 
Vought, 95 Liberty St., New York. 
INTERNATIONAL RAILWAY FUEL ASSOCIATION.—D. B. Sebastian, 
St. Station, Chicago; May; Chicago. 
INTERNATIONAL RAILWAY GENERAL FOREMEN’S ASSOCIATION.—L. H. 
Bryan, D. & I. R. Ry., Two Harbors, Minn.; May; Cincinnati. 
Iowa RaiLway CiuB.—W. B. ‘Harrison, Union Station, Des Moines, Ia. ; 
2d Friday in month, except July and August; Des Moines. 
MASTER CAR BUILDERS’ ASSOCIATION.—J. W. Taylor, Old Colony Bldg., 
Chicago. 
NEW ENGLAND RAILROAD CLUB.—G. H. Frazier, 10 Oliver St., Boston, 
Mass. ; 2d Tues. in month, ex. June, July, Aug. and Sept. ; Boston. 
NEW YorkK RAILROAD CLUB.—H. D. Vought, 95 Liberty St., New York; 
3d Friday in month, except June, July and August; New York. 
NortH-West RAILWAY CLuB.—T. W. Flanagan, Soo Line, Minn. ; 1st 
Tues. after 2d Mon., ex. June, July, August ; St. Paul and Minn. 
RAILWAY CLUB OF PITTSBURGH.—J. D. Conway, Pittsburgh, Pa.; 4th 
Friday in month, except June, July and August; Pittsburgh. 
RAILWAY SIGNAL ASSOCIATION.—C. C., Rosenberg, 12 North Linden St. 
Bethlehem, Pa. 
RAILWAY STOREKEEPERS’ ASSOCIATION.—J. P. 
wood, Ohio; May 16-18: St. Louis. 
ROADMASTERS’ AND MAINTENANCE OF Way ASSOCIATION.—Walter E. 
Emery, P. & P. U. Ry., Peoria, Il. 


La Salle 


Murphy, Box C, ‘Collin- 


Louis, 
Mo. ; 2d Friday in month, except June, July and Aug.; St. Louis. 

Society OF RAILWAY FINANCIAL OFFICERS.—C. Norquist, Chicago. 

SOUTHERN ASSOCIATION OF CAR SERVICE OFFICERS.—J. H, O Donnell, 
Bogalusa, La. . 

mourmaar AND SOUTHWESTERN Ry. CLuB.—A. J. Merrill, pee ntial 
Bidg., Atlanta; 3d Thurs., Jan., April, Aug. and Nov. ; ei 

TRAVELING ENGINEERS’ ASSOCIATION. W, O. Thompson, N. Y. Ce 
R. R. R., East Buffalo, N. 

WESTERN CANADA RaiLway CLuB.—W. H. Rosevear, 199 Chestnut St» 
Winnipeg; 2d Mon., ex. June, July and Aug.; Winnipeg. 
WESTERN RAILWAY CLUB.—J. W. Taylor, Old Selon Bldg., Chicazo ; 34 

Tuesday each month, except June, July and August ; Chic 120. 
WESTERN SOCIETY OF ENGINEERS.—J. H. Warder, Monadnock !ldg. 
Chicago; 1st Wednesday, except July and August; Chicago 
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Craffic News. 


The Chicago, Milwaukee & Puget Sound has filed a peti- 
tion With the Washington State Railway Commission asking 
it to require the Great Northern to establish physical connec- 
tion aid interchange of cars with the complainant at Seattle. 

It is announced that afer November 24 the Chicago, Mil- 
waukee & St. Paul will no longer make through freight rates 
on Oriental traffic. It will follow the policy of other trans- 
continental lines in exacting the same revenue on traffic mov- 
ing to the Orient that is charged on traffic for Pacific coast 
points. 

Montreal, which has been receiving a large share of the 
grain which comes from the West and is bound for Europe, 
ig now receiving far less, and it is said that the grain ia 
going by way of Boston because at this time of the year 
marine insurance is considerably cheaper on vessels sailing 
from Boston. 


In one month this fall, during the sale of low-rate tickets 
for home seekers, the Oregon Railroad & Navigation Company 
carried 7,164 passengers of that class into Oregon and Wash- 
ington. Last year the home seekers’ tickets were sold for two 
months, and in that time the number of passengers carried by 
this road into the states named was 8,477. 

The Morgan and Mallory steamship lines announce increases 
on freight rates from New York to Texas points November 15 
on canned goods, from 12 cents to 15 cents per 100 lbs.; agri- 
cultural implements, from 25 to 30 cents; machinery, from 25 
to 80 cents; bagging, from 12 to 15 cents; beans and peas, 
from 15 to 17 cents; baking powder, from 20 to 33 cents. 

Adrian Gips, general agent of the Holland-America steam- 
ship line, was arrested in New York City last week and held 
in $10,000 bail on a charge of receiving from the Central Ver- 
mont, the Grand Trunk and the Wabash illegal rebates on 
westbound freight. The investigation of the shipping arrange- 
ments on which this indictment was based was made by the 
federal grand jury in September. 


The elevators at Fort William and Port Arthur now contain 
about eight million bushels of wheat and, by reason of good 
crops and the opening of a considerable section of the Grand 
Trunk Pacific, the movement of grain to Lake Superior is very 
heavy; and it is expected that ten million bushels will have to 
be sent out from the ports named in the first week of Decem- 
ber. The shippers are anxious lest the supply of vessels may 
be inadequate. 





The Chicago, Milwaukee & St. Paul last week took four car- 
loads of silk from Tacoma to Chicago in a trifle less than 92 
hours; and the cars were delivered to the Pennsylvania Lines 
within 11 minutes and reached Jersey City at 8 p.m., November 
5, or in 118 hours from Tacoma. The distance from Tacoma 
to Chicago is 2,235 miles, making the rate of speed 24.3 miles 
an hour. From Chicago to Jersey City, 905 miles, the rate was 
about 36 miles an hour, and for the distance through 3,140 
niles, the average rate of speed was about 26.8 miles an hour. 


It is announced that the Grand Trunk Pacific will build a 
fleet of large steamships for use on the Pacific ocean when its 
railway line shall have been finished to Prince Rupert. It is 
given out at Toronto that the Canadian Northern is to estab- 
lish a steamship company to build vessels to connect with the 
Toad, both on the Atlantic and the Pacific. The time when 
this road will reach the Pacific is somewhat distant, but the 
officers of the company say that the government of British 
Columbia has agreed to grant them all desired concessions. 


President Livingstone, of the Lake Carriers’ Association, in 


a2 interview favors an advance in the marine rate on ore 
from 65 to 75 cents per ton. The rate was reduced last year 
from 75 cents. Mr. Livingstone says that this was a mistake. ° 
The or: shippers did not ask for it. It was due to the anxiety 
of a few vessel-owners to secure tonnage. They lost sight of . 
the fac: that the reduction in price would not create a single 
additional ton of freight. Operating expenses and fixed 
charges could not be correspondingly reduced, and the only 
effect «5 to reduce the earnings and profits of the boat lines. 
Mr. Li: igstone says that now that the iron and steel trade is 
boomin, prices are advancing and all classes of business are 
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prosperous there is no reason why ore rates should not be 
advanced. 


Next week the Pennsylvania Company, co-operating with 
the Pennsylvania State College of Agriculture, will run a 
Farmers’ Special Instruction train over its Erie & Pittsburgh 
division, taking two days. The Pennsylvania System in the 
past three years has run a half dozen such “farmers’ specials” 
in Pennsylvania and New Jersey, and the enthusiastic support 
accorded these enterprises is what leads to their repetition. 
Stops will be made at 17 stations on the Erie & Pittsburgh 
division. Two coaches will be used as audience rooms and 
two lectures will be delivered in each car during a 45-minute 
stop. The subjects will be Soil Fertility, Meadows and Pas- 
tures, Use of Lime, Corn, Market Gardening and Dairying. 


The transcontinental roads have announced an advance of 
15 cents per 100 lbs. in the rate on lemons from California 
points to eastern points in the United States and Canada, 
effective December 6. This follows a recent similar advance 
from California to the Dakotas and Minnesota. The rates on 
lemons were originally the same as on oranges, but were re- 
duced several years ago to promote the development of the 
lemon industry and to enable the growers to compete in eastern 
markets with lemons from Sicily. The import tariff on the 
fruit was increased by the Payne-Aldrich tariff law from 1 cent 
to 11%4 cents per pound. Whether or not this had anything to 
do with the matter, it at least made it practicable to restore 
the rate to its old basis. 


O. B. Colquitt, a member of the Texas Railroad Commis- 
sion, has written a letter to merchants at San Augustine, Tex., 
indicating that the Texas commission proposes to resist the 
efforts that business men of Shreveport, La., are making to get 
from the Interstate Commerce Commission reductions on in- 
terstate rates from Shreveport into eastern Texas that will 
enable them to compete more successfully with Texas jobbers. 
Replying to a letter of the merchants of San Augustine Mr. 
Colquitt said: “They will fail because the Interstate Com- 
merce Commi:sion cannot make the Railroad Commission of 
Texas do anything. We propose to protect the people of East 
Texas to the very best of our ability. Shreveport now has 
very greatly the advantage in interstate rates on all ship- 
ments coming into Shreveport for further distribution.” 





Crop Conditions. 





The crop reporting board of the United States department 
of agriculture estimates the condition of the crops as fol- 
iows, all figures for 1909 being preliminary: 

The preliminary estimate of the average yield per acre of 
corn is 25.4 bushels, against 26.2 bushels as finally estimated 
in 1908, 25.9 in 1907, and 25.8 the average of the past 10 
years. The indicated total production is 2,767,316,000 bushels, 
against 2,668,651,000 as finally estimated in 1908. The qual- 
ity is 84.2 per cent. against 86.9 last year. Comparisons for 
important corn states follow: 


Yield per acre, 
-———bushels.—_—_,, 


Total production 


(000 omitted), Quality, 








States. 10-year ——-—bushels.——_, eye cent.-—, 
1909. 1908. av’ge. 1909. 1908. 1909. 1908. 
Tilinols ....,......369 SHG 845 366,395 298,620 89 90 
cn. mers: <r mer Sy es 7 294,210 287,456 87 87 
Nebraska .......+.248 22.0 27.7 196,565 205,767 86 88 
Missourl ......5«..26.4 279 28.6 215,028 203,634 79 80 
1 errr 14.2 25.7 19.3 117,107 201,848 66 87 
TROMERI Solis. 48s e008 19.9 220 23.1 155,419 156,200 75 83 
NRE 6 aaso> tr erarana'e 40.0 30.8 34.5 196,520 137,885 91 90 
OHO? cock cewscss S08, SBR 35.3 151,443 136,675 89 93 
Oklahoma ....<<+. 17.0 24.8 24.8 100,555 122,239 72 81 
Kentucky .........28:.0 26.2 26.9 103,472 84,823 86 84 
Tennessee ........22.0 24.8 22.8 75,174 838,080. 84 88 
Michigan .........35.4 31.8 31.7 69,950 60,420 ‘85 90 
South Dakota ..... 31.7 29.7 26.9 65,270 57,677 92 91 
Pennsylvania . .32.0 39.5 34.4 48,256 57,275 77 91 
ATESHERG 6.6.5: 6:0:62 4 18.0 20.2 18.9 52,002 54,035 75 82 
GEGREIE 6 6cce.cnies's' 13.9. 12.5 11.1 62,161 53,750 91 89 
North Carolina ....16.8 18.0 14.4 48,686 50,166 87 86 
| Virginia........ “28:4 260 22:4 47,328 50,050 85 89 
Wiscom@in ....+... 33.0 33.7 33.4 50,589 49,674 84 84 
Minnesota ........34.8 29.0 29.2 58,464 46,835 92 83 
Mississippi ....... 14.5 17.8 15.4 41,499 45,845 76 84 
Sere 13.5 14.7 13.8 43,646 44,8385 81 88 
TOWIIERE .4...0625 23.0 19.8 17.0 51,198 33,898 90 85 
South Carolina ...16.7 14.1 10.8 © 87,041 29.229 88 89 
All GChGPS 06 o0 29.2 30.3 26.5 119,338 116,785 80 91 
United States....25.4 26.2 25.8 2,767,316 2,668,651 84.2 86.9 


About 3.0 per cent. (79,779,000 bushels) of the corn crop 
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of 1908 is estimated to have been in farmers’ hands on 
November 1 against 2.7 per cent. (71,124,000 bushels) of the 
1907 crop in farmers’ hands on November 1, 1908, and 4.1 per 
cent., the average of similar estimates for the past 10 years. 

The average weight per measured bushel of this year’s 
wheat crop is 58.0 lbs. against 58.3 lbs. in 1908, and 57.4 lbs., 
the 10-year average. 

The average weight per measured bushel of this year’s oat 
crop is 32.7 lbs. against 29.8 lbs. in 1908, and 30.9 ibs., the 
10-year average. 

The preliminary estimate of the average yield per acre 
of buckwheat is 20.8 bushels against 19.8 bushels, as finally 
estimated in 1908, 17.9 in 1907, and 18.0, the average for the 
past 10 years. A total production of 16,692,000 bushels is 
thus indicated against 15,874,000 bushels in 1908. The qual- 
ity is 91.1 per cent. against 90.7 last year, and 90.4, the 
10-year average. 

The preliminary estimate of the average yield per acre 
of potatoes is 106.5 bushels against 85.7 bushels as finally 
estimated in 1908, 95.4 in 1907, and 89.6, the 10-year average. 
A total production of 367,473,000 bushels is thus indicated 
against 278,985,000 in 1908. The quality is 88.9 per cent. 
against 87.6 last year and 87.9 the 10-year average. 

The preliminary estimate of the average yield per acre of 
tobacco is 807.7 lbs. against 820.2 lbs. as finally estimated in 
1908, 850.5 lbs. in 1907, and a 10-year average of 805.1 Ibs. 
A total production of 895,184,935 lbs. is thus indicated, against 
718,061,000 lbs. as finally estimated in 1908. The quality is 
86.7 per cent. against 87.9 in 1908, 90.0 in 1907, and 85.9, the 
10-year average. 





Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations be- 
tween railways of the American Railway Association, in pre- 
senting statistical bulletin No. 57-A, giving a summary of car 
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shows a decrease of only 5,081 cars, leaving 30,896, of which 
about one-half are box cars. This surplus is principally in 
the Northwest while the more severe shortages are in the 
ast, the Middle West and the Southeast. The encouraging 
feature in the showing is that although the surplus is re. 
duced, the reduction is the smallest we have had since July, 
This surplus which is left is quite considerable, while for the 
same period in 1907 the surplus was absolutely wiped out, 
On the other hand, the increase in the shortage, which is 
especially marked in the case of coal cars, is larger than we 
have had for two years.” 





Express Rates in Illinois. 


The Illinois Railroad Commission took testimony in Chicago 
fast week regarding the reasonableness of the rates charged 
by express companies in that state. John W. Hughes, of Mar- 
shall, Field & Co., testified that in 1908 certain rates paid 
by Chicago stores to the express companies in the Chicago 
district for short distances were raised from 30 cents per 
100 lbs. to 40 cents and shortly afterward to 50 cents. In 
consequence this company ceased patronizing the express com. 
panies and began using automobile trucks for handling goods 
to points as far out as Evanston. 

C. B. Gregory, of the Rockford Manufacturers’ and Shippers’ 
Association, submitted the following table, which he said 
showed the express rates for the distances mentioned in the 
states mentioned: 

Rate in 


36 miles 
5 “ 


96 
131 
210 
262 


T. B. Harrison, counsel for the express companies, admitted 
that the rates in the Chicago district have been increased, but 
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shortages and surpluses by groups from June 24, 1908, to 
October 27, 1909, says: 

“There has been an increase of 56 per cent. in the shortages 
reported, which now total 36,636. Of this number, 23,238 are 


box and 8,743 coal and gondola cars. The surplus, however, 
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he said that they were unreasonably low before and that they 
are reasonable now. J. A. Hayden, traffic manager of Gage 
Brothers, wholesale milliners, lightened the proceedings slight- 
ly in his testimony regarding the action of the express com- 
panies in doubling the rates on women’s hats. O. F. Berry, 
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chairman of the commission, asked him if he meant to con- 
tend that rates should be based on weight alone and if a box 
4 ft. in diameter containing only one hat should be carried 
purely on the basis of weight. Mr. Hayden replied that this 
was his contention. “Hats,” he said, “are continually increas- 
ing in size and we do not get any proportionate advance in 
price. I do not see why we should pay a higher rate than 
js paid on iron or any other commodity which occupies less 
space but weighs far more.” Mr. Berry did not ask him the 
seemingly pertinent question as to whether the express com- 
panies or the wholesale milliners are responsible for the in- 
creasing dimensions of women’s hats. 

H. C. Barlow, traffic director of the Chicago Association of 
Commerce, filed statements to show that the various express 
companies are grossly over-capitalized and nevertheless are 
earning enormous dividends on their capitalizations. He sub- 
mitted a table comparing rates from 150 points in Illinois with 
rates for the same distances in other states where the rates 
have been fixed by commissions. These tend to show that 
the rates in Illinois are 28 to 35 per cent. higher than the 
rates in states having less population and smaller density 
of traffic. He attacked the graduated scale under which the 
rate is the same for 1 oz. as for 31 lbs. and the same for 
32 lbs. as for 100 lbs. The commission, he said, should pre 
scribe different classifications for different kinds of packages 
so that they will not all take the merchandise rate. Among 
his reasons for the contention that express rates in Illinois 
are unreasonable he referred to the contracts between the rail- 
ways and the express companies by which, if the express com- 
panies want to get 5 cents more revenue they have to raise 
the rate 10 cents in order to give the railways half. 





Tonnage Through the Soo Canals, 

The following table is a summary of the statistical report 
of the U. S. Army Corps of Engineers, of lake commerce 
through canals at Sault Ste. Marie for the month of October, 
1909. 


U.S. Canadian 
Canal. Canal. Total. 
Vessel passages, number.... 1,968 995 2,963 
eaeacerod tonnage, net... .4,644,258 2,955,190 7,599,448 
*‘reight— 
Eastbound, net tons.....3,457,147 4,192,308 7,649,455 
Westbound, net tors..... 1,162,846 314,989 1,477,785 
Total freight, net tons..... 4,619,993 4,507,247 9,127,240 





COURT NEWS. 





In the federal court at Pittsburgh, Pa., November 3, a ver- 
dict was rendered against the Pennsylvania Railroad for vio- 
lating the 28-hour law regarding the resting of live stock, 
and one of $100 against the same company for violation of 
the Safety Appliance law in using cars with defective coup- 
lings. 


The prosecuting attorney of Valley county, Nebraska, has 
dismissed three suits which he brought for alleged violations 
of the Nebraska anti-pass law because he has discovered that 
the law now provides that to secure a conviction it must be 
Proved that the accused both accepted and used a pass. The 
law, prior to its amendment at the last session of the legis- 
lature, prohibited the acceptance or use of a pass. It is said 
that the change from “or” to “and” is a joker which was in- 
serted in the law when it was amended last year for the pur- 
bose of liberalizing its provisions regarding the issuance of 
Passes to railway employees. 


Judge William C. Hook, of the federal court, heard argu- 
Ments at Guthrie, Okla., on November 4 on the petition of 
the railways in that state for a temporary injunction to re- 
Oklahoma cases that the Virginia rates were not in effect, 
homa from enforcing the 2-cent fare law and 11 orders re 
ducing freight rates which have been issued by the State 
Corporation Commission. Counsel for the state entered a 
Plea in abatement on the ground that the rate orders are now 
Properly on appeal before the state supreme court, and that 
the Oklahoma constitution affords a proper remedy to an 
aggrieved carrier from the state 2-cent passenger fare by 
permitting it, on proper showing to the Corporation Com- 
Mission, to be exempted from this provision. He cited the 
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decision of the supreme court of the United States, which 
held that the railways of Virginia should have exhausted 
their remedies in the courts of that state before appealing 
to the federal court. Frank Hagerman, chief counsel for the 
railways, made the distinction between the Virginia and 
Oklahoma cases that the Virginia rates were not in effect 
while those in Oklahoma are in effect and are alleged to be 
confiscatory. He said that on the basis of the actual value 
of the railways in Oklahoma the 2-cent passenger fare and 
the rates fixed by the Corporation Commission would not 
yield a revenue of 2 per cent. 


Judge Van Fleet, of the United States circuit court at San 
Francisco on November 5 held that the Atchison, Topeka & 
Santa Fe must pay William Uhlmann & Company $3,455 on a 
rebating contract. Uhlmann charges that an agreement was 
made in 1905 that he should pay the full freight rates on 
baled hops from interior counties to San Francisco, and that 
a portion of the charge would be rebated, the aggregate 
amount being the sum mentioned. The railway refused to 
pay the rebates because it feared prosecution under the inter- 
state commerce law. Judge Van Fleet held that the possibility 
of federal prosecution could not relieve the road of its obliga- 
tion to keep its contract. 





STATE COMMISSIONS. 





The Texas Railway Commission has ordered the railways in 
that state to furnish detailed monthly reports of their traffic 
and earnings. 


The Railroad Commission of Indiana has issued a circular 
to the Electric Interurban lines of the state calling for in- 
formation with rcspect to the use of trolley guards at cross- 
ings of electric and steam lines; number of crossings now 
protected by trolley guards; brief description of guards; num- 
ber of crossings not protected; opinion as to efficiency of 
guards; what kind is best, and approximate cost. 


Owing to the shortage in the grain crop in Texas, Mr. Col- 
quitt, of the State Railway Commission, has asked for re 
ductions in interstate rates on grain into Texas. He says 
that the commission has been petitioned by the people of the 
state to establish emergency rates on corn and feed for stock. 
Such rates would be of little or no benefit, and, hence, the 
commission addresses the managers of railways which pene- 
trate states and sections where large crops have been pro- 
duced to see if they will not make substantial reductions in 
the rates from other states into Texas. “The railway com- 
mission is convinced,’ says Mr. Colquitt, “that such a course 
would be wise and beneficial not only to consumers in Texas 
but to the railway.” 





New York: Duty to Furnish Refrigerator Cars. 





New York State Shippers’ Protective Association, Inc., v. 
New York Central & Hudson River et al. Opinion by Commis- 
sioner Decker. 

Under the Public Service Commissions Law carriers are held 
to strict compliance with the rules for safe carriage, including 
the provision of cars in all respects suitable for the trans- 
portation of freight of every kind and nature which they 
undertake to carry. It is the legal duty of carriers to fur- 
nish for the transportation of potatoes and other bulk produce 
during the cold months of the year cars which are best 
adapted for the protection of such produce from damage by 
frost. These carriers are discharging their legal obligation 
in that respect by the provision during the cold season of re- 
frigerator and produce cars, which represent in their con- 
struction at the present time the most approved type of car 
known to transportation. The complaining shippers claim that 
the cost of necessary Jinings for refrigerator and produce cars 
to protect produce shipments from damage by frost should 
be borne by the carriers, but such lining is found by the com- 
mission to be for the protection of the shipment in trans- 
portation, and the increased cost of service must be paid for 
by an increased transportation rate. The present cost of the 
linings, amounting to from $9 to $14 or more per car, is ex- 
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cepiionally high, and a conference between the carriers and 
shippers, with a view to ascertaining a cheaper but effective 
method of lining, is recommended. The large yearly traffic 
invoived in the shipment of potatoes and other like produce 
constitutes notice to carriers that they should proceed without 
unreasonable delay to improve their refrigerator and produce 
cars. 

Another branch of the case relates to the furnishing of in- 
side guards whereby the loading and unloading of bulk prod- 
uce may be accomplished. The produce shippers generally 
use bulkheads constructed across the car, each side of the car 
door, leaving an open space the width of the car door. On 
shipments of grain an inside grain door is used, and some 
of the carriers provide or allow for the grain door on produce 
shipments. The commission draws a distinction between what 
constitutes protection of the shipment itself to enable the car- 
rier to carry safely, as in the case of lining the cars, and what 
constitutes the furnishing of a car suitable for loading, move- 
ment and unloading, as in the case of the inside guards. The 
duty of carriers under the statute to furnish suitable cars 
for transportation extends to the provision of cars equipped 
with a proper inside guard, whereby bulk shipments may be 
loaded and unloaded by shippers with reasonable facility. 
The antecedent duty of carriers to furnish suitable cars must 
be performed without regard to the effect on rates. The statu- 
tory duty of the carriers to furnish a suitable car is not in- 
tended, however, to reach precision in the way of exactly 
satisfying the particular demands of each kind of traffic for 
the maximum convenience of handling in the process of load- 
ing and unloading, and the carriers’ duty to furnish suitable 
cars is discharged by the provision of cars for these bulk 
shipments which are supplied with inside or grain doors, with 
bulkheads or any device whereby shippers are able to load 
and unload with reasonable facility. In so holding, however, 
the commission says that the carrier’s obligation to furnish 
a suitable car extends to the provision of such a car without 
any intervention whatsoever on the part of the shipper or 
contribution by the shipper in money, material or time. If 
instead of furnishing the car properly equipped with the in- 
side guard the carrier leaves the shipper to supply the inside 
guard under a tariff provision that it will make the shipper 
a certain allowance in money for providing the device, the 
carrier can take that course lawfully only on the assumption 
that its convenience is promoted and that the shipper can 
furnish the necessary inside guard device more certainly or 
more promptly. In following such a course the carrier under- 
takes to discharge its legal obligation by a regulation instead 
of by actual performance. Such regulation may be modified, 
revised or superseded by the commission. The use of bulk- 
heads for the inside guard is shown, as compared with the 
inside or grain door, to promote the convenience of shippers, 
reduce the liability of carriers for damage by frost during cold 
weather, because with the bulkheads the car and load may be 
heated by a portable stove after loading and before shipment, 
and the cost of the bulkheads is substantially the same as 
that of the inside or grain door. 

The complaint is dismissed so far as relates to the pro- 
vision by carriers of car linings for protection in transit of 
bulk shipments in refrigerator or produce cars. The carriers 
are required to furnish for potatoes and similar bulk shipments 
cars equipped with inside construction such as grain doors, 
bulkheads or other proper device, and if the carriers have 
Shippers supply such device under a stated allowance not less 
than the full cost thereof, they are required to so provide in 
their tariffs, leaving shippers the option to supply buikheads 
or grain doors. 





Au officer of the Prussian State Railways forbade his sub- 
ordinates to attend meetings of the “Liberal Union,” one of 
the political parties. The Liberal Union complained of this 
to tis Minister of Public Work. The reply was that there 
Was 0 opposition to the employees taking part in political as- 
Socia ‘ions which do not advocate policies hostile to the state, 
Provicied that they keep within the bounds required by their 
Officia! positions. The officer who acted in this case did so 
from . mistaken sense of duty, and is required to withdraw 
his prohibition. 


RAILROAD AGE GAZETTE. 
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ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


G. A. Campbell has been appointed auditor of the Memphis, 
Paris & Gulf, with office at Nashville, Ark., succeeding J. M. 
McCarty. 


H. M. De Gett has been appointed freight claim agent of 
the Elgin, Joliet & Eastern, with office at Chicago, succeeding 
F. L. Koontz, who retains his duties as assistant secretary and 
assistant treasurer. 


David E. Thompson, United States Ambassador to Mexico, 
has been elected president of the Pan-American Railroad. Mr. 
Thompson, it is said, will soon retire from his diplomatic 
position and give most 
of his time to directing 
the affairs of the rail- 
way property. Mr. 
Thompson recently se- 
cured a controlling in- 
terest in the Pan-Amer- 
ican, which is now in 
operation from Gamboa, 
Mex., on the Tehuan- 
tepec National, south- 
east to Mariscal, on the 
Mexican-Guatemala bor- 
der, 284 miles, and it 
is planned to use the 
road as a link in the 
proposed all-rail route 
between the United 
States and South Amer- 
ica. A line to bridge 
the gap between the 
southern terminus of 
this road and the 
Guatemala Central is 
now being built, and is 
expected to be finished in a few months. Mr. Thompson was 
born in Michigan in 1854 and was educated in the common 
schools. In 1872 he was a brakeman and by 1881 had been 
appointed superintendent. Since 1891 he has been manager 
of various industrial institutions and president of the Lincoln 
Daily Star, the Columbia Fire Insurance Co. and the Aurora, 
Neb., State Bank. He was appointed minister to Brazil in 
1902, and in January, 1905, was made ambassador, remaining 
there until his appointment as ambassador to Mexico in Sep- 
tember, 1905. His home address is at Lincoln, Neb., but at 
present he is living in Mexico City. 





D. E. Thompson. 


William H. Langley has been elected to the new position 
of vice-president of the Montana, Wyoming & Southern, with 
office at New York. 


S. G. Latta has been elected president of the Dyersburg 
Northern, with office at Dyersburg, Tenn., succeeding R. M. 
Hall, resigned. J. C. Doyle has been elected secretary, suc- 
ceeding W. H. Rupe, resigned. 


The office of R. M. Huddleston, auditor of the Chicago, 
Indiana & Southern, has been transferred from Cleveland, 
Ohic, to Chicago. G. F. Tomlinson has been appointed auditor 
of disbursements, with office at Cleveland, Ohio, succeeding 
P. L. Fisher. 


Roger A. Clark has been appointed auditor of the Central 
Railroad of Oregon, with office at Union, Ore., succeeding 
Wilbur Davis, in charge of all matters pertaining to the ac- 
counting department, and until further notice will have charge 
also of the general freight and passenger departments. 


The following officers of the Stamford & Northwestern, a 
Texas road, which has been taken over by the Chicago, Bur- 
lington & Quincy, have been elected: George B. Harris, presi- 
dent, succeeding T. M. Buie, retired; D. B. Keeler, vice-presi- 
dent; S. M. Hudson, treasurer; J. Y. McCune, secretary. 
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N. B. Ackley, auditor of disbursements of the Michigan 
Central at Detroit, Mich., has been appointed assistant audi- 
tor. E. A. Wigren succeeds Mr. Ackley. J. M. Eedson has 
been appointed freight claim agent, succeeding Thomas 
Eedson, who continues as auditor of freight accounts, all with 
offices at Detroit, Mich. 


Thomas J. Freeman, receiver and general manager of the 
International & Great Northern at Houston, Tex., has been 
elected second vice-president. A. R. Howard, treasurer at 
Palestine, Tex., has been elected secretary-treasurer and trans- 
fer agent, and H. B. Henson has been elected assistant secre- 
tary and assistant treasurer. 


George T. Slade, whose election as third vice-president of 
the Northern Pacific has been announced in these columns, 
was born in New York City on July 11, 1871. He graduated 
from Yale University in 1893 and began railway work in that 
year with the Great Northern as clerk in the general road- 
master’s office. From 1894 to 1899 he was consecutively as- 
sistant roadmaster, chief clerk to superintendent, assistant 
superintendent and superintendent of the Great Northern, and 
in the latter year was appointed general manager of the 
Erie & Wyoming Valley, now a part of the Erie, at Scranion, 
Pa. In 1901 he was made general superintendent of the Erie 
at Jersey City, N. J., where he remained two years. He was 
then for four years general superintendent of the Great North- 
ern at St. Paul, Minn., and in 1907 he was appointed general 
manager of the Northern Pacific, from which position he was 
recently promoted. 


Operating Officers. 


A. E. Harvey, division superintendent of the Chicago Great 
Western at Clarion, Iowa, has resigned. 


H. J. Slifer, general manager and assistant to president of 
the Panama Railroad at Colon, Panama, has resigned. 


The office of W. A. Gore, superintendent of the Third divi- 
sion of the Seaboard Air Line, has been transferred from Mon- 
roe, N. C., to Atlanta, Ga. 


C. A. Schomaker has been appointed trainmaster of the Chi- 
cago, Rock Island & Gulf, with office at Fort Worth, Tex., 
succeeding W. E. Farley, resigned. 


J. D. Stack, superintendent of the Colorado & Southern at 
Trinidad, Colo., has been appointed an assistant superintendent 
of the Southern Pacific, with office at Sacramento, Cal. 


W. J. Williams has been appointed superintendent of tele- 
graph of the St. Louis Southwestern and the St. Louis South- 
western of Texas, with office at Tyler, Tex., succeeding G. C. 
Montaique. 


K. M. Nicoles, assistant superintendent of the Lake Superior 
division of the Northern Pacific at Duluth, Minn., has been 
appointed superintendent, with office at Duluth, succeeding G. 
T. Ross, deceased. 


The office of B. B. Baughman, superintendent of telegraph 
of the Wabash-Pittsburgh Terminal and the West Side Belt, 
has been abolished and these duties have been assumed by C. 
O. Dambach, trainmaster, with office at Pittsburgh, Pa. 


H. C. Bixler, assistant trainmaster of the Pennsylvania at 
Pittsburgh, Pa., has been appointed trainmaster of the Penn- 
sylvania Tunnel & Terminal Co., which will operate trains into 
the new terminal in the borough of Manhattan, New York. 


J. H. Abrams, assistant superintendent of the Denver & Rio 
Grande at Pueblo, Colo., has been appointed a superintendent 
of the Colorado & Southern, with office at Trinidad, Colo., suc- 
ceeding J. D. Stack, resigned to accept service elsewhere. 


A. G. Nutting, supervisor of signals on the Iowa division 
of the Chicago, Rock Island & Pacific at Des Moines, Iowa, has 
been appointed lamp inspector of the Rock Island lines at 
Chicago, succeeding J. H. Benedict. R. L. Bryan succeeds 
Mr. Nutting. 


V. H. Hagelbarger, trainmaster on the Nebraska division of 
the Chicago, Rock Island & Pacific at Fairbury, Neb., has been 
transferred to the Des Moines Valley division, with office at 
Des Moines, Iowa, succeeding E. F. Winslow, transferred to 
the Nebraska division. 
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C. S. Maharg, superintendent of the Canadian Pacific at 
Medicine Hat, Alb., has been transferred to Calgary, Aib.,, 
succeeding J. Niblock, superintendent of the Calgary division, 
retired. J. G. Taylor, superintendent at Moose Jaw, Sask., 
succeeds Mr. Maharg, with office at Medicine Hat, and W. J. 
Uren, superintendent at Brandon, Man., succeeds Mr. Taylor 
with office at Moose Jaw. 
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E. H. Barrett, superintendent of the Chicago, Milwaukee & 
Puget Sound at Missoula, Mont., has been appointed assistant 
general superintendent, with office at Butte, Mont. He will 
have jurisdiction over the Trans-Mississippi, Mussel Shell, 
Rocky Mountain and Missoula divisions. C. H. Marshall, 
superintendent of the Columbia division, with office at Malden, 
Wash., succeeds Mr. Barrett, and A. H. Moll, trainmaster at 
Malden, succeeds Mr. Marshall. 


W. H. Strachan, superintendent of the Minnesota & Inter- 
national at Brainerd, Minn., having resigned to become assist- 
ant superintendent of the Lake Superior division of the North- 
ern Pacific at Duluth, Minn., that office is now abolished, and 
all reports previously made to him will be in future made 
to the general manager. George H. Warner, chief despatcher, 
has been promoted to the new position of trainmaster, and E. 
L. Orth has been promoted to chief despatcher. 


J. D. Brennan, assistant superintendent of the Southern 
Pacific at Bakersfield, Cal., has been appointed assistant super- 
intendent of the Western division, with office at Stockton, 
Cal. He will have jurisdiction over maintenance and opera- 
tion of all lines of the Western division east and south of 
Tracy, including Tracy Yard. J. A. Metcalf, assistant division 
superintendent at Tucson, Ariz., succeeds Mr. Brennan, and 
G. L. Hickey, trainmaster at Yuma, Ariz., succeeds Mr. Met- 
calf. A. F. Bowles, assistant division superintendent at Sacra- 
mento, Cal., has been transferred to Los Angeles, Cal., and 
J. D. Stack, division superintendent of the Colorado & South- 
ern at Trinidad, Colo., succeeds Mr. Bowles. 


Traffic Officers. 
F. G. Comstock has been appointed general agent of the 
Kanawha Despatch, with office at Peoria, III. 


Owen Duggan has been appointed a traveling freight agent 
of the Texas & Pacific, with office at Louisville, Ky. 


Paul Kirkpatrick, commercial agent of the Missouri, Kan- 
sas & Texas of Texas at Denison, Tex., has resigned. 


F. W. Greene has been appointed traveling immigration 
agent of the Mobile & Ohio, with office at St. Louis, Mo. 


H. C. Van Dorn has been appointed foreign freight agent of 
the Atchison, Topeka & Santa Fe, with office at Chicago. 


M. H. Williams has been appointed general agent of the 
Northern Pacific, with office at Grays Harbor City, Wash. 


C. L. Holloway has been appointed a traveling passenger 
agent of the Lake Erie & Western, with office at Lima, Ohio. 


F. D. Southall has been appointed a traveling passenger 
agent of the Chicago & North Western, with office at Duluth, 
Minn. 


J. A. Ellis has been appointed a general agent of the Chicago 
Great Western, with office at Omaha, Neb., succeeding E. R. 
Beem. 


C. F. Walters has been appointed general freight and passel- 
ger agent of the Timpson & Northwestern, with office at Rag- 
ley, Tex. 


J. T. O'Donnell has been appointed a commercial agent of 
the Kansas City, Mexico & Orient of Texas, with office at San 
Angelo, Tex. 


J. F. Belger has been appointed a soliciting agent of the 
Nashville, Chattanooga & St. Louis, with office at Chicago, suc- 
ceeding F. W. Shappert. 


E. S. Smiley has been appointed a division freight agent of 
the Intercolonial Railway, with office at Halifax, N. S., Suc- 
ceeding A. T. Weldon. 


E. L. Leedy has been appointed general immigration agent 
of the Great Northern, with office at St. Paul, Minn., and at 
Chicago, succeeding Max Bass, deceased. 
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Ww. M. Stephenson, general agent of the Chicago division 
of the Minneapolis, St. Paul & Sault Ste. Marie, at St. Paul, 
Minn., has resigned to go into the insurance business. 


S, J. Ellison, assistant general passenger agent of the Great 
Northern at St. Paul, Minn., has been appointed general pas- 
genger agent, with office at St. Paul, succeeding A. L. Craig. 


F. H. Harwood, coal traffic manager of the Illinois Central, 
with office at Chicago, has resigned to become president and 
general manager of the. New Kentucky Coal Company of 
Chicago. 

Charles E. Smith, general southern agent of the North and 
South Despatch at New Orleans, La., has been appointed 
general agent of the Mobile & Ohio, with office at Pitts- 
burgh, Pa. 


W. S. R. Cameron, formerly soliciting freight agent of the 
Northern Pacific at Winnipeg, Man., has been appointed a 
traveling agent of the Chicago & North Western, with office 
at Winnipeg. 


R. L. Arnett, commercial agent of the Missouri Pacific at 
Fort Scott, Kan., has been transferred to Springfieid, Mo., 
succeeding G. E. Jonte, resigned to go into other business. B. 
E. Sells succeeds Mr. Arnett. 


R. L. Chandler, traveling freight agent of the Seaboard Air 
Line at Cordele, Ga., has been appointed a commercial agent, 
with office at Cordele, succeeding J. McF. Williams. E. B. 
Rock, Jr., succeeds Mr. Chandler. 


S. M. Copp, claim agent of the New Orleans Great Northern 
at Bogalusa, La., has been appointed stock claim agent of the 
Yazoo & Mississippi Valley, with office at Memphis, Tenn., 
succeeding C. D. Hancock, transferred. 


Owen Durham, traveling passenger agent of the Illinois Cen- 
tral at Memphis, Tenn., has been appointed Florida agent, 
with office at Jacksonville, Fla. Walter Byrne, city ticket 
agent at Memphis, succeeds Mr. Durham. 


M. M. Ansley has been appointed general eastern agent of 
the Atlanta & West Point and the Western of Alabama, with 
office at New York. His former position of assistant general 
freight agent at Montgomery, Ala., has been abolished. 


B. A. Clements, chief clerk to the vice-president of the Illi- 
nois Central, has been appointed general agent of the Illinois 
Central, the Indianapolis Southern and the Yazoo & Missis- 
sippi Valley, with office at Chicago. He will report to the 
president. 


E. Doul, commercial agent of the Illinois Central at Pitts- 
burgh, Pa., has been transferred to Cleveland, Ohio. J. T. 
Bridwell, traveling freight agent at Pittsburgh, has also been 
transferred to Pittsburgh and will report to Mr. Doul. F. H. 
Law succeeds Mr. Doul. 


Fred Wemhoener has been appointed general agent of the 
American Refrigerator Transit Co. at Kansas City, Mo., suc- 
ceeding A. H. Crawford, resigned. O. H. Lutteke has been 
appointed a soliciting agent at St. Louis, succeeding Clifford 
Day, resigned to go into other business. 


0. V. Wilson has been appointed a traveling freight agent 
of the Georgia, Southern & Florida, with office at Orlando, 
Fla. T. E. Harris has been appointed a traveling freight 
agent, with office at Cordele, Ga., and L. C. Shirah has been 
appointed a soliciting freight agent at Macon, Ga. 


The icing facilities and ice houses of the Union Pacific hav- 
ing been taken over by the Pacific Fruit Express Company, 
J. Van Rensselaer, inspector of refrigeration of the Union 
Pacific, has been appointed district superintendent of the 
Pacific Fruit Express Company, with office at Omaha, Neb. 


R. G. Norris, traveling passenger agent of the Missouri Pa- 
cific-Iron Mountain system at Little Rock, Ark., has been ap- 
Pointed traveling passenger agent at Kansas City, Mo., suc- 
ceeding E. E. Bleckley, transferred to Wichita, Kan., as pas- 
Sengcr and ticket agent. E. R. Jennings succeeds Mr. Norris. 


H. M. Wilkins, freight agent of the Houston & Texas Cen- 
tral 2t Dallas, Tex., has been appointed general agent in the 
freigh department of the Galveston, Harrisburg & San An- 
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tonio, with office at Galveston, Tex., succeeding Gentry Waldo, 
appointed general agent of the Southern Pacific Steamship 
Company. 


W. J. Tremaine, commercial agent of the New Orleans & 
Northeastern, the Alabama & Vicksburg and the Vicksburg, 
Shreveport & Pacific at Dallas, Tex., has been appointed a 
commercial agent of the Cincinnati, New Orleans & Texas 
Pacific, with office at Cincinnati, Ohio. E. S. Morgan, travel- 
ing freight agent at Dallas, succeeds Mr. Tremaine, and L. R. 
Gardner, soliciting agent at Dallas, succeeds Mr. Morgan. 


L. N. Kelso, traveling freight agent of the Alabama Great 
Southern at Meridian, Miss., has been appointed a commercial 
agent, with office at Meridian. J. G. Kitchel succeeds 
Mr. Kelso. E. W. Mihm, soliciting freight agent at Birming: 
ham, Ala., has been appointed a traveling freight agent, with 
office at Birmingham, succeeding L. E. Sawrie, deceased. The 
position of soliciting freight agent at Birmingham is abolished. 


Engineering and Rolling Stock Officers. 
H. M. Levinson has been appointed a roadmaster of the 
International & Great Northern, with office at San Antonio, 
Tex. 


T. W. Jackman has been appointed master mechanic of the 
Montana division of the Oregon Short Line, with office at Poca- 
tello, Idaho, succeeding Henry Carrick, retired. 


F. J. Allen has been appointed resident engineer of the 
Missouri & North Arkansas, with office at Eureka Springs, 
Ark. H. R. Irvine has been appointed general roadmaster, 
with office at Searcy, Ark. 


G. W. Lillie, supervisor car department of the St. Louis & 
San Francisco, has been appointed superintendent of the new 
Springfield, Mo., shops. The office of supervisor of car de- 
partment has been abolished. 


J. N. Mowery, whose appointment as assistant master me- 
chanic of the Lehigh Valley at Auburn, N. Y., was recently 
announced in these columns, was born on December 24, 1873, 
al Strasburg, Pa. He graduated from Franklin and Marshall 
College, receiving the degree of B.A. in 1895 and the degree 
of A.M. in 1899. He also received the degree of M.E. from 
Cornell University in the same year. Mr. Mowery began rail- 
way work with the Chicago, Burlington & Quincy in 1899, 
and the following year left railway service to become travel- 
ing engineer, and later was a draftsman for the American 
Locomotive Co. He returned to railway work in April, 1903, 
as draftsman for the New York Central & Hudson River, and 
was appointed chief draftsman at the West Albany shops of 
that company in February, 1904. In March, 1905, he was ap- 
pointed piece-work inspector on the same road and the fol- 
lowing July was made assistant engineer of tests, leaving that 
position in February, 1896, to go to the Lehigh Valley as me- 
chanical engineer, which position he held at the time of his 
recent appointment. 





OBITUARY. 





Major Thomas H. Hays, former inspector general in the 
Confederate Army, and at one time second vice-president of 
the Pullman Palace Car Co., died November 9, at the age of 
72 years. 


W. H. Allen, for the past 12 years traffic manager of Ar- 
buckle Brothers, at Brooklyn, N. Y., died November 6 at his 
home in that city. Mr. Allen was formerly, for about 30 
years, connected with the freight department of the Erie. 


Charles A. Darlton, formerly and for many years superin- 
tendent of telegraph of the Southern Railway, died in New 
York City, October 16, at the age of 58. Mr. Darlton began 
work in the railway telegraph service in 1864, and from 1881 
was superintendent of telegraph on different roads. He was 
with the Southern from 1886 to his retirement in 1904. 


William W. Kent, receiver of the Chattanooga Southern, died 
on November 2 at Chattanooga, Tenn., after an illness of sev- 
eral months. He was 56 years old. Mr. Kent was formerly 
general passenger agent of the Chattanooga, Peoria & St. Louis, 
chairman of the Southwestern Passenger Association at St. 
Louis. Mo., and manager of the Galveston, Houston & Northern. 
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Railroad Construction. 


New Incorporations, Surveys, Etc. 
ALASKA CENTRAL.—See Alaska Northern. 


ALASKA NortTHERN.—According to press reports this com- 
pany has taken over the property and rights of the Alaska 
Central, building from Seward, Alaska, north to the Tanana 
river, 450 miles. The new owners will build a 38-mile branch 
from mile post 146 to the Matauooska coal fields, as well as 
a 300-mile branch from Susitna through the Kuskuim country 
to new gold fields at Iditarod. The line is now in operation 
from Seward north for about 72 miles. The present southern 
terminus at Seward is to be changed to a point on Resurrec- 
tion bay. O. G. Laberee, president, Spokane, Wash. (May 14, 
p. 1051.) 


Atcuison, TopeKA & SAnTA Fr.—An officer writes that the 
double-tracking on the Santa Fe proper has been finished or 
is under contract between Chicago and Kansas City, Mo., 
with the exception of the crossings of the Missouri and Mis- 
sissippi rivers, all of which will be completed this year. In 
addition, double track remains to be laid between Rothville, 
Mo., and Carrollton, and between Edelstein, Ill., and Knox. 
This work when finished will complete the continuous double 
track from Chicago west to Mission, a station just west of 
Newton, Kan., about 646 miles. (Oct. 29, p. 827.) 


ATLANTA, BIRMINGHAM & ATLANTIC.—This company is now 
laying track from Pelham, Ala., northwest through Bessemer 
to Mulga, 2814 miles, and expects to have the line in operation 
about December 1. From Bessemer northeast to Birmingham, 
about 11 miles, grading work and bridging is under way, and 
is expected to be finished by April, 1910. The company is at 
present operating its trains, both freight and passenger, into 
Birmingham over the Louisville & Nashville from Pelham, and 
expects to have all the line finished and in operation, with 
terminals in Birmingham, by April, as well as the branch to 
the coal mines from Bessemer to Mulga. (Oct. 22, p. 776.) 


British CoLuMBIA ELEectric.—An officer writes that contracts 
are to be let soon for building 214 miles of single-track from 
North Vancouver, B. C., up the Lynn valley, as well as for 
seven miles of suburban line from Vancouver through Burnaby 
municipality. The lines will reach timber lands and work 
is to be started as soon as contracts are let. The company is 
building its own rolling stock and has let contracts for ex- 
tensions to car building shops at New Westminster, B. C. 


CANADIAN NorTHERN.—An agreement has been made with 
the British Columbia government, under which, if the general 
election, to be held this month, is favorable, and the Provincial 
legislature gives its sanction, the company will build 600 miles 
of line from Yellow Head Pass, B. C., west to Vancouver, dur- 
ing the next four years, in consideration of a guarantee of in- 
terest by British Columbia on bonds to be issued at $35,000 
per mile. A government official says that a contract has been 
entered into with the Canadian Northern for the construction 
of a line from Yellow Head Pass to Kamloops by way of the 
North Thompson river, and from Kamloops to Westminster 
and Vancouver; also from a point near Vancouver to English 
Blugs, for connection with Victoria; also to build a line from 
Victoria to Barclay sound. Application will be made for au- 
thority to build lines as follows: 

Dundee, northerly and easterly to the Winnipeg river. 

Portage la Prairie southerly and easterly to Township 2, Rg. 
7 E. P. M. 

Hartney, westerly to Township 5, Rg. 7 W. 2 M. 

Moosejaw, southerly and easterly to Blenfait, with a branch 
to Roche Percee. 

Between Davidson and Disley on the Q. L. L. & Sask. Rail- 
way, westerly and northwesterly to the Saskatoon-Calgary line. 

Lashburn, westerly to a point between Camrose and Ed- 
monton. 

Saskatoon-Calgary line near Township 28, Rg. 6 W. 4 M. to 
Rocky Mountain House. 

Saskatoon-Calgary line near crossing of Red Deer river, 
northwesterly through or near Innisfall and Rocky Mountain 
House to headwaters of Brazeau and McLeod rivers and to 
Yellow Head Pass. 
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Winnipegosis, southerly to south end of Lake Manitob: 

From a point between Prince Albert and Battleford, iear 
Township 49, Rg. 3 W. 3 M., northwesterly and norther'y to 
Great Slave lake. 

From a point east of Lake Manitoba, westerly via the 
rows, to constructed line between Grandview and Roblin 


Nar- 


CANADIAN Paciric.—An officer of the Esquimault & Nan:iimo 
writes that work is now under way on the extension ‘rom 
Nanaimo, on the east coast of Vancouver island, to Alberni, 
on the west coast, 58 miles. Contract for all the work has 
been let to Janse, MacDonnell & Timothy. Track has been 
laid on 12 miles. There will be about 20 miles of heavy 
work crossing the summit of the mountain range. Maximum 
grades will be 80 ft. per mile and maximum curvature 10 deg. 
The work will include seven steel bridges. H. J. Cambie, 
chief engineer, Vancouver, B. C. (Oct. 22, p. 776.) 

According to press reports from Nelson, B. C., a contract hag 
been given to W. P. Tierney to build at once a line from Hart. 
ford junction, B. C., to the Athelstan and Jackpot mines. The 
line is eventually to be extended through various mining dis. 
tricts. 


CAROLINA, CLINCHFIELD & OnHI0.—This company, which re. 
cently opened an extension from Bostick, N. C., south to 
Spartanburg, S. C., 31.1 miles, is working with a day and a 
night force putting in ballast on an 18-mile section between 
the large viaduct at Broad river and Spartanburg. This sec- 
tion is expected to be finished in a short time. When this 
work is finished the roadbed will be ready for heavy rolling 
stock, including the large Mallet locomotives, of which one 
is now in use and a number of others are being built. (Nov. 
5, p. 896.). 


CHICAGO, BURLINGTON & Quincy.—According to press reports 
this company is about to begin work on a branch from its 
Omaha-Denver line at Hudson, 30 miles northeast of Denver, 
Colo., north to Greeley, 25 miles, from which place a line has 
been located northeast to Grover, 66 miles east of Cheyenne, 
on the Omaha-Cheyenne main line. 

An officer tells us that an extension of the line now under 
construction south from Kirby, Wyo., through Thermopolis is 
to be built east to the Powder river at a point where connec- 
tion is to be made with the Chicago & North Western. The 
plans call for building about 100 miles of new line during 
1910, which is being built because of the rapid settlement of 
lands in the Big Horn basin ‘country, where there is within 
a radius of 300 miles 1,412,000 acres open for irrigation, con- 
trolled by the government and private enterprise. The line 
will provide a through southeastern connection for freight 
and passenger service. This extension was originally pro- 
jected south to Shoshoni. (Oct. 29, p. 827.) 


CHICAGO GREAT WESTERN.—According to press reports this 
company has secured about 130 acres of land at Stockton, III. 
which is 126 miles west of Chicago. The site is to be 
used for a new division point, and the improvements will in- 
clude a new roundhouse and other buildings, also an extensive 
system of yards. The contract for the preliminary grading 
has been let to the J. H. Frick Construction Co., Chicago. 


CuHIcAGo, MILWAUKEE & PuGEer Sounp.—A branch, it is said, 
will be built north of Seattle, Wash., to Snohomish county, 
from a point in lot 2, section 32, township 29, range 5, north- 
erly through the city of Everett to a point on the Snohomish 
river in section 8 of the same township. 


CoLorapo-ConcHo.—Under this name a company is being 
formed by eastern capitalists, associated with residents of 
Robert Lee, Tex., to build from Robert Lee north to Colorado, 
about 50 miles. 


CotumBus & CincINNATI AIR Line Tractrion.—Incorporated 
in Ohio to build about 100 miles of electric line betweet 


Columbus, Ohio, and Cincinnati. The Riggs & Sherman 
Co., of Toledo, Ohio, the engineers, are now at work 
making a preliminary survey. The line is to pass through 
the town of Washington C. H., and Wilmington. The proiecct, it 
is understood, is not yet fully financed. W. J. Sherman, 
Toledo, may be addressed. (Oct. 22, p. 777). 
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DELAWARE & EASTERN.—Bids for building an extension from 
choharie, N. Y., northeast to Schenectady, it is said, are to be 
opened this week. (Oct. 15, p. 725.) 


DeNvER & RIO GRANDE.—An officer writes in regard to the 
newspaper reports that plans are being made to reduce the 
erade over Cerro Hill, Colo., that there is no truth in the re- 
port, and that no surveys are being made with this object in 
view. 

Ex Reno INTERURBAN.—According to press reports a contract 
has been given to the Adams Construction Co. for the com- 
pletion of this electric line from Yukon, Okla., west to El 
Reno, 15 miles, and work is under way. (July 16, p. 164.) 


ESQUIMAULT & NANAIMO.—See Canadian Pacific. 


FrerRNLEY & LAsSSEN.—According to press reports this com- 
pany has been incorporated in Nevada with $5,000,000 capital 
and will at once start work on a 135-mile line from Fernley, 
Nev., via Amadee, Cal., and Susanville, through Lassen and 
Plumas counties, to a junction with the projected Goose Lake 
& Southern of the Southern Pacific. The new line is under- 
stood to be a project of the Southern Pacific. W. R. Scott, 
president; P. V. Dunn, vice-president, and W. Hood, chief 
engineer, San Francisco. 


Iowa & OMAHA SHorRT LiINE.—Grading work is said to be 
under way and it is expected to begin track-laying soon on 
the section between Council Bluffs, Iowa, and Traynor, 15 
miles. George W. Adams & Co., of Walnut, Iowa, are the con- 
tractors. The company has opened an office at 410 Fifth ave- 
nue, Council Bluffs. M. G. Carter, assistant general manager 
and general superintendent. (April 2, p. 774.) 


Kansas CitTy-Mexico & OrtENT.—According to press reports 
a grading contract has recently been let for work on 28 miles 
south of San Angelo, Tex. Work is to be pushed from San 
Angelo south to the Mexican border, as well as on the section 
of 194 miles in Mexico between Sanchez and Fuerte. (Oct. 
8, p. 660. 


Lawton & Fort Siti (Etectric).—An officer writes that 
contracts are to be let about the middle of November for 
building this line from Lawton, Okla., north via Fort Sill to 
Medicine park. There will also be 12 miles of street railway 
in Lawton. The work will include putting up a 30-ft. steel 
or concrete bridge. Simon Smith, president, and Moore & Mc- 
Clure, engineers, Oklahoma City. (Oct. 29, p. 827.) 


Lonpon & LAKE ErRiz.—Application has been made to the 
Dominion parliament for incorporation by this company, with 
a capital of $2,000,000, to build a line between Brantford, 
Ont., west via Paris, Ingersoll and Woodstock to London. 
The company also asks permission to acquire or build lines 
intended to be built by the Southwestern Traction Co., also 
to operate over existing lines, as well as to operate a line of 
steamers on Lake Erie from Port Stanley to Cleveland, Ohio. 
The provision of directors include: W. K. George, G. B. Wood 
and S. Jones, of Toronto; J. Purdon, of London; Dr. A. Mc- 
Kay, of Ingersoll, and A. E. Thompson, of Cleveland. 


LouisvirLe & NASHviILLE.—Contracts are said to have been 
let recently to the Callison Construction Co. and to the Gib- 
son-Carr Co., of Middlesboro, Ky., to build a six and one-half 
mile line between Guthrie, Ky., and Henderson. The contract 
is said to be worth about $200,000. 


Mempuis, HeLtena & LovuistAna.—See St. Louis, Iron Moun- 
tain & Southern. 


Mexican Roaps.—Reports from Corpus Christi, Tex., say H. 
Fernando P. Fagoaga, mayor of Mexico City, Mex., associated 
with Senator J. Castello and others, controls large sections of 
land in the state of Tamaulipas, Mex., opposite Brownsville, 
Tex. Plans are said to be made to build about 125 miles of 
railway through that section. Col. J. N. Miller, Corpus 
Christi, it is understood, will have charge of the construction 
work, 
Missourr Pactric.—An officer writes regarding the reports 
.at surveys are being made for an extension from Bagnell, 
., South to Springfield, about 85 miles, that construction is 

contemplated at the present time and surveys are not 
ng made. 
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New York & NorrH SHorE Traction.—This company is said 
to have bought about four acres of land at Bay Side Meadows, 
L. I., to be used as a site for car barns and a large power 
house for the line to be built from Whitestone landing to 
Flushing, as well as that to connect Nassau and Queens coun- 
ties. Track-laying has been started from the Flushing ter- 
minal, also on the extension from Nassau county to Queens. 
It is expected to have the line in operation between Man- 
hasset and Roslyn this year, and completed to a connection 
with the Whitestone-Flushing line during 1910. 


NorFotK & WESTERN.—An officer writes that arrangements 
have been made to build a short branch to be known as the 
Allisonia branch, about 0.64 miles long, from near Alilisonia, 
Va., up Big Reed island creek to the ore tipple of the Vir- 
ginia Iron, Coal & Coke Co., above which point the coal com- 
pany is building several miles of narrow-gage tram track to 
earry ore to this branch. All of the work is now under way. 


NortH Coast.—Contract is said to have been let to C. H. 
Boiles, of Spokane, Wash., for the concrete work on the first 
20 miles of the section between Spokane and Tekoa, 41 miles, 
on the Palouse branch. This includes the building of all 
abutments, culverts, overhead crossing bases and supplement- 
ary work. The contract calls for the completion of the work 
within 15 months. It is said that bids have been asked for 
grading work on the North Priest Rapids branch. (Oct. 8, 
p. 662.) 


OREGON RaiLroAD & Navication Co.—According to press re- 
ports from Portland, Ore., this company will make improve- 
ments between Portland and Huntington. The work is to in- 
clude a tunnel through the Blue mountains and the reduction 
of the grade over Tellocasset hill, near Baker City, as well 
as the steep grade between Baker and Huntington. Surveyors 
are said to be at work for a cut-off between Stanfield and 
Coyote and surveys will also be made between Huron and 
Encina. 


OrEGON TRUNK.—This company, which was originally Incor- 
porated in Nevada and is now building a line from a point 
on the Columbia river south into central Oregon, recently filed 
articles of incorporation in Washington, with a capital of 
$5,000,000. The purposes for which the company was organ- 
ized are stated to be as follows: To build from a point in 
the state of Washington on the Spokane, Portland & Seattle, 
south, crossing the Columbia river to Celilo, thence along 
the Columbia to the Des Chutes river and along that river in 
a southerly direction to Klamath Falls, Ore. The original 
incorporation of this road was under the laws of the state 
of Nevada in February, 1906, and provided for the building 
and operation of a railway from a point on the Columbia 
river at or near its confluence with the Des Chutes and along 
the course of the Des Chutes into central Oregon, the length 
of such road to be 250 miles. The question of the legal 
status of the Oregon Trunk Line was raised by counsel for 
the Harriman Lines last August in injunction proceedings 
before Judge Bean, of the federal court, at Portland, Ore. 
The main issue involved conflicting surveys embracing about 
12 miles of road in the upper 60 miles of construction work. 
The Oregon Trunk Line filed maps covering this section of 
the road in 1906, which were approved by the Secretary of 
the Interior in July, 1908. The maps of the Des Chutes Rail- 
way, the Harriman project, covering the same 12 miles, were 
filed subsequently. In the injunction proceedings W. W. Cot- 
ton, counsel for the Harriman road, insisted that the approval 
by the Secretary of the Interior of the Oregon Trunk Line 
map passed no title, because the Oregon Trunk Line was a 
Nevada corporation and organized under a law which pro- 
hibited it from building or owning a road in’ the state of its 
creation. Judge Bean did not pass on this question, but mere- 
ly held that the Des Chutes Railway was not in a position 
to raise it. It is evident that by reincorporating in Washing- 
ton the Oregon Trunk Line has tried to clear away all ques- 
tions as to the legality of its existence. (Oct. 15, p. 727). See 
article in another coiumn. 


PENNSYLVANTA.—Announcement is made that the Penn- 
sylvania will spend $2,500,000 for improvements on the Erie 
& Ashtabula division. This includes third and fourth track 
between Lawrence junction and Edenburg; double tracks will 
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also be laid between Ashtabula and Austinburg and between 
East Orwell and Gridley. 

PITTSBURGH & LAKE Eriz.—According to press reports work 
has been started on the elimination of a big curve on the 
main line just below Third street at Beaver, Pa. The work 
is being carried out in connection with the building of the 
big bridge over the Ohio river at Beaver, and includes a 
change in the.location of the tracks, which, it is expected, will 
be ready for service early next year. 

Sr. Lours-Kansas City (Et Lecrric).—An officer writes that 
this company was organized in Missouri, with a capital of 
$5,000,000, which has since been increased to $15,000,000, and 
general offices at Kansas City, Mo. The plans call for build- 
ing a double-track standard gage electric line from Kansas 
City east to St. Louis, 250 miles, following as near an air 
line as practicable, also eliminating grades and curves as 
much as possible. The company intends to install the most 
modern electrical equipment, with power plant located in 
coal fields along the line, which will generate electricity for 
all purposes of operation. Passenger cars are to be operated 
at a speed of from 40 to 60 miles an hour and provision will 
also be made to carry feight. D.C. Nevin, president, Denver, 
Colo.; J. H. Berkshire, first vice-president, Kansas City, Mo.; 
B. L. Dorsey, second vice-president, Alton, Ill.; H. V. John- 
son, treasurer, Denver; C. A. Loomis, general solicitor, Kan- 
sas City, and J. H. Reeder, assistant general solicitor, Denver. 
(Nov. 5, p. 895.) ; 

Sr. Louis, Iron Mountain & SourHern.—Permission has 
been granted by the Arkansas Railroad Commission for an 
extension of three years in which to build the Memphis, Helena 
& Louisiana branch from Marianna, Ark., northeast to Bridge 
junction, opposite Memphis, Tenn., 55 miles. The line from 
Marianna to a point on the St. Francis river must be com- 
pleted by November 1, 1911, and from that point to Bridge 
junction by November, 1912. 

Satem Faris Criry & Western.—An officer writes that the 
_plans call for a line from Salem, Ore., west via Dallas and 
Falls City to Black Rock and eventually west to the Pacific 
coast near Siletz bay, in all about 60 miles. Track has been 
laid from Dallas west to West Salem, 14 miles. L. Gerlinger, 
president; S. A. Taylor, chief engineer, Portland. (Nov. 5, 
p. 895.) 

SoUTHERN Paciric.—An officer is quoted as saying that sec- 
ond track will be laid from Sacramento, Cal., south to Tracy. 

See Fernley & Lassen. 

Uran SourHERN.—Incorporated in Utah, with $100,000 capi- 
tal, to build from Lund, Utah, south to the grand canyon in 
Arizona. F. A. Dudley, president, of Niagara Falls, N. Y.; 
V. E. Huntzicker, first vice-president and treasurer; H. C. Ed- 
ward, second vice-president, and A. H. Peabody, secretary. 

Waco, BuLron & GEOoRGETOWN.—The organization of this com- 
pany has not yet been completed. A projector writes that 
some preliminary work is in progress. The plans, it is under- 
stood, call for a line from Waco, Tex., south via Venton to 
Georgetown, about 80 miles. E. Rotan, Waco, may be ad- 
dressed. (Nov. 5, p. 895.) 

WESTERN Paciric.—According to press reports from Sacra- 
mento, Cal., the last spike was driven on November 1, com- 
pleting the line from Salt Lake City, Utah, west to Oakland, 
Cal., opposite San Francisco, 923.7 miles. The formal opening 
of the line is to take place on January 1, 1910. (Oct. 22, p. 
778.) 


WINNIPEG, SALINA & GuLF.—According to press reports a 
British syndicate has agreed to finance this project. The 
company plans to build from Winnipeg, Man., south to the 
Gulf of Mexico. The first section to be built is from Superior, 
Wis., via Beloit, Great Bend, Kan., Woynoka, Okla., and 
Matheford, Tex., to Wichita Falls, with an extension from 
Woynoka to Oklahoma City, Okla. F. H. Taylor and G. E. 
Graves, at one time with the Philadelphia Trust Co., and J. 
W. Wagner, formerly with the Milwaukee Southern, are in- 
terested. Offices are to be opened in St. Louis, Mo.; Kansas 
City and Salina, Kan. Early in 1908, under the name of the 
Winnipeg, Yankton & Gulf, a company, of which H. L. Miller, 
of Russell, Kan., was president, was formed to build over the 
same route. 
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Railrond Financial News. 


ALASKA CENTRAL.—It is said that this property, which was 
sold to F. G. Jemmett, representing the creditors of the 
Sovereign Bank of Toronto, has been resold to a newly or- 
ganized company, the Alaska Northern. 


ALASKA NORTHERN.—See Alaska Central. 


ALBANY & SUSQUEHANNA.—A special dividend of 30 per cent. 
on the $3,500,000 stock has been declared. The dividend is 
to be paid from the proceeds of the sum received from the 
Delaware & Hudson. (Oct. 29, page 829.) 


ALBANY SOUTHERN.—Redmond & Co. and J. & W. Seligman & 
Co., New York, are offering $1,250,000 first mortgage 5 per 
cent. bonds of 1909-1939 at 9714, yielding about 51% per cent. 
The Albany Southern is the successor of the Albany & Hud- 
son. 


ATCHISON, ToPEKA & Santa Fre.—See Cane Belt. 


CANADIAN NorRTHERN.—See this company under Railroad Con- 
struction. 


CANE Bett.—This company, controlled by the Atchison, Topeka 
& Santa Fe, has called for redemption its entire outstand- 
ing issue of $750,000 first mortgage 5 per cent. bonds dated 
1901. These bonds were due 1921 but were redeemable at 
the option of the company after June 1, 1906. 


CHIcAGOoO, MILWAUKEE & Sr. Paut.—The company has made ap- 
plication to list on the New York Stock Exchange $50,000,- 
000 4 per cent. debenture bonds of 1909-1934. Last June the 
company sold $25,600,000 of these bonds to Kuhn, Loeb & 
Co. and the National City Bank, both of New York, and it 
is understood that the same bankers have agreed to take 
$25,000,000 additional as required for building bridges and 
feeders for the Pacific coast extension (Chicago, Milwaukee 
& Puget Sound). Of the second $25,000,000, $3,000,000 has 
thus far been delivered. 


ELIZABETH RiveR RarLway.—The control of this road has been 
bought by the Norfolk & Portsmouth Belt Line, which is it- 
self controlled by Pennsylvania Railroad interests. The 
Elizabeth River Railway runs from lumber yards in Nor- 
folk, Va., along about 10 miles of deepwater front of the 
southern branch of the Elizabeth river. 


GRAND TRUNK Pactric.—See an item in regard to this com- 
pany in Traffic News. 


ILLINOIS CENTRAL.—Robert S. Lovett, president of the Union 
and Southern Pacific, has been elected a member of the 
committee of law and finance of the Illinois Central, suc- 
ceeding E. H. Harriman, deceased. 


MEXICAN SoUTHERN.—This road has been leased to the Inter- 
oceanic of Mexico, and on January 1 the property will be 
turned over to the National Railways of Mexico for opera- 
tion. The National Railways controls the Interoceanic. 
The lease provides for the guarantee by the Interoceanic 
of 4 per cent. dividends on the £685,045 ($3,425,225) de- 
bentures on the £1,000,000 ($5,000,000) common stock. The 
Mexican Southern main line runs from Puebla, Mex., to 
Oaxaca, 367 miles. 


Montana, Wyominc & SoutrHERN.—This company has bought 
the property of the Yellowstone Park Railroad, sold under 
foreclosure. The Yellowstone Park road runs from Clark’s 
Ford, Wyo., to Bridger, 30 miles. 


NEweort & WICKFORD RAILROAD & SrEAMBOAT Co.—See New 
York, New Haven & Hartford. 


New York, New Haven & Harrrorp.—This company has 
bought the property of the Newport & Wickford Railroad 
& Steamboat Co., which was sold under foreclosure recent- 
ly. The road, which runs from Wickford Junction, on the 
New Haven main line, to Wickford Landing, 314 miles, 
and the steamboat service, which connects Newport, R. |. 
with Wickford Landing, is to be operated by the New 
Haven. 

It is understood that the New Haven company has bought 
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the property of the Tarrytown, White Plains & Mamaro- 
neck, which was sold recently under foreclosure. 


NorFoLK & PorrsmMoutH Brett Line.—See Blizabeth River 
Railway. 


NorFoLK & SourHERN.—The property is to be sold on Decem- 
ber 7 under foreclosure of the first and refunding mortgage. 
No upset price is fixed, the court having power to reject 
any bid which is considered inadequate. The purchaser in 
addition to the purchase price must also satisfy all claims 
having a prior lien to the first and refunding mortgage, pay 
the cost of foreclosure and pay receiver’s debts, which in- 
clude $1,000,000 receiver’s certificates. 


Oxrp CoLoNy RAriLrRoAD.—The Massachusetts Railroad Commis- 
sion has authorized the issue of $985,000 stock, to be sold 
at $195, the proceeds to be used to pay $1,912,000 Boston, 
Clinton & Fitchburg bonds, due January 1, 1910. 


PENNSYLVANIA.—The Commercial and Financial Chronicle says 
that the company has decided to pay its dividends in future 
quarterly instead of semi-annually. 


Pere MARQUETTE.—Kissel Kinnicutt & Co., New York, have 
prepared an analysis of the standing of the Pere Marquette, 
which they are distributing. A map showing the B. & O., 
the Cincinnati, Hamilton & Dayton and the Pere Marquette 
accompanies the circular. 


Sr. Louris & San Francisco.—C. R. Gray, second vice-presi- 
dent, has been elected a director, succeeding A. J. David- 
son, resigned. C. V. R. Thayer has been elected a director, 
succeeding his father, Nathaniel Thayer, resigned. 


SEABOARD AIR LiINE.—The receivership was brought to an end 
without foreclosure proceedings November 5 and the prop- 
erty turned over to the company. 


SEconD AVENUE (NEw YorkK).—The Guaranty Trust Co., Red- 
mond & Co. and Strong, Sturgis & Co., all of New York, are 
offering a block of $1,280,000 first (general) mortgage 5 per 
cent. bonds dated 1885. These bonds on November 1 were 
extended for one year pending reorganization of the com- 
pany, and they are an absolute first mortgage on the prop- 
erty, ranking ahead of $500,000 receiver’s certificates 
authorized last September. 


TARRYTOWN, WHITE PLAINS & MAMARONECK.—See New York, 
New Haven & Hartford. 


ToLtuca, MarquEeTTE & NorrHerRN.—The property of this com- 
pany is to be sold at auction November 28. The road is at 
present in the hands of a receiver. Its main line runs 
from Toluca, Ill., to Granville, 26 miles, with branches, 
making the total mileage 40 miles. 


Unirep Raitways or St. Lours.—The voting trust for the $24,- 
913,800 common stock, of which the North American Co. is 
supposed to own about $18,000,000, expired by limitation 
October 31. 


VIRGINIAN RaiLway.—Edwin S. Marston and W. P. Windsor 
have been elected directors, succeeding H. H. Rogers, de- 
ceased, and F. C. Uhlman. 


WASHINGTON, BALTIMORE & ANNAPOLIS.—President Bishop, now 
one of the receivers, in explaining the receivership, says in 
part that “without giving a detailed statement of the com- 
pany’s obligations, the cause of the present condition can 
be summed up by stating that the amount of the company’s 
present liabilities, for which it has not been able to issue 
securities, is made up almost entirely of the amount which 
it has been required to put into its construction account, 
adding thereto the deficit caused by the unusually large 
percentage of operating expenses under the alternating-cur- 
rent system.” 


Wisconsin & Micui1can.—Press despatches say that the prop- 
erty of this company, whose main line runs from Iron 
Mountain, Mich., to Peshtigo Harbor, Wis., is to be sold 
December 9 to pay a tax claim of $44,579 due the state of 
Michigan. 


YeLLowsToNE Park Rart~roap.—See Montana, 
Southern. 


Wyoming & 
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Bate News. 


The New York, New Haven & Hartford is said to be figur- 
ing on 15,000 tons of rails. 

The Pittsburgh & Lake Erie and the Brooklyn Rapid 
Transit have each ordered 8,000 steel car wheels. 

The Harriman Lines are said to have ordered 20,000 tons. 
of rails from the Tennessee Coal, Iron & Railroad Co. 


The Philadelphia & Reading, it is said, will soon build 10 
locomotives at its Reading shops. This is not yet confirmed. 


The Idaho & Washington Northern has ordered two 22-in. 
x 28-in. consolidation locomotives from the Baldwin Locomo- 
tive Works. 





Press despatches say that 14 people were killed and seven 
injured in a collision on the British Columbia Electric Rail- 
way on November i0. 


The Great Northern is said to have ordered the 40,000 tons 
of rails for which it was in the market as mentioned in the 
Railroad Age Gazette of November 5. 


The Pressed Steel Car Co., Pittsburgh, Pa., expects to have 
its Woods Run plant in operation by December 1. The plant 
has been idle for some time. The plant will employ about 
2,500 men and the capacity is to be about 60 freight cars 
a day. 


Contracts are to be let during the next 30 days by the 
National Railways of Mexico for building about 65 miles of 
line from Durango, in the state of the same name, west to 
timber lands at Llano Grande. The work will include one tun- 
nel and one viaduct. 


The case of the common stockholders of the Chicago Ter- 
minal Transfer, who are protesting against the foreclosure 
proceedings, which was called for hearing before Judge Kohl- 
saat in the United States circuit court, Tuesday, has been post- 
poned till November 18. 


The Mexican Central is in the market for about 20,000 tons 
of bridge material. Other bridge orders include: 400 tons for 
the Chicago & North Western and 200 tons for the Chicago, 
Milwaukee & St. Paul, both from the American Bridge Co., 
and 350 tons for the Vandalia, from the Wisconsin Bridge Co. 


A full sized Brennan gyroscope monorail car, carrying 40 
passengers, was exhibited in London on November 10. It is 
said to have successfully negotiated 50-deg. curves at 25 miles 
an hour. The motive power is gasolene-electric. The small 
model car was described in the Railroad Gazette of July 19, 
1907. 


According to press reports the Canadian Northern has ar- 
ranged to sell $5,000,000 of bonds, and it is said the com- 
pany will be able to build about 500 miles of new line each 
year. It is understood that during 1910 contracts will be 
let covering the remaining sections to complete a through 
line from Montreal, Que., west to the Pacific coast. 


President W. C. Brown, of the New York Central, announces 
that the payment of pensions to the employees of that com- 
pany and its two principal controlled lines, the Lake Shore 
& Michigan Southern and the Michigan Central, which has 
long been under consideration, will be begun on January 1 
next. Extension of the pension plan to other principal lines 
of the system is under consideration. 


An item in reference to next year’s conventions of the Mas- 
ter Car Builders’ and American Railway Master Mechanics’ 
Associations at Atlantic City appears in another column. At a 
meeting of the Railway Supply Manufacturers’ Association on 
Wednesday afternoon, J. D. Conway, Pittsburgh, Pa., chief 
clerk to the superintendent of motive power of the Pittsburgh 
& Lake Erie, was elected secretary. It was also decided to 
charge 40 cents a square foot for exhibit booths on Young’s 
Million Dollar Pier, the price to include Crex matting, signs 
and telephones. All applications for space should be made- 
to Mr. Conway. 





Supply Crade Section. 


The offices of the Union Draft Gear Co., Monadnock block, 
Chicago, have been enlarged by the addition of rooms 547 
and 548. 


Jason Paige, contracting engineer for the American Bridge 
Co., New York, has resigned to take a similar position with 
the Lackawanna Bridge Co., Lackawanna, N. Y. 

The Davies Supply Co., Chicago, dealer in steam fitting sup- 
plies, is having plans prepared for a building on Ontario 
street. The site has been leased for fifteen years. 

The American Car & Foundry Co. plans to build an addition 
to its Detroit plant. The building will be one-story high, 60 ft. 


wide and 1,000 ft. long, and will be of brick and concrete. 


Osgood, Bradley & Sons, Worcester, Mass., have let the con- 
tract to the McClintic-Marshall Construction Co. for a new 
About 1,500 tons of structural steel will be re- 


power plant. 
quired. 


The Bignall & Keeler Manufacturing Co. Edwardsville, IIl., 
advises that October was the best month of the year with the 
company. Business is getting better all the while and the 
stock of pipe machines shows it. 


George F. McKay, formerly traffic manager of the Lacka- 
wanna Steel Co., New York, has resigned and since November 
1 has been connected with Hazard, Mudge & Co., Buffalo, N. 
Y., with headquarters in New York. 


Dr. Ernest J. Berg, who has been with the General Elec- 
tric Co., Schenectady, N. Y., for a number of years, has been 
appointed professor of electrical engineering at the Univer- 
sity of Illinois, as noted in an item under Generai News. 


Kearney & Trecker, West Allis, Wis., manufacturers of ma- 
’ chine tools and milling machinery, have begun work on an 
addition to the main plant, which will cost about $35,000. 
The new building is to be 170 ft. x 160 ft. and is expected to 
be completed by spring. 


At the drawing for space at the Third Annual Cement 
Show, Chicago, February 18-24, 1910, which took place on 
October 29, in the offices of the Cement Products Exhibition 
Co., 115 Adams street, Chicago, the entire main floor and 
annex space in the Coliseum was taken and over 30 concerns 
were unable to secure space at all. 


The John A. Roebling’s Sons Co., Trenton, N. J., has or- 
dered from Tate, Jones & Co., Inc., Pittsburgh, Pa., the entire 
oil-burning equipment for six 380-ton open-hearth steel melt- 
ing furnaces. The company has also received orders for equip- 
ment for one open-hearth furnace for the Lobdell Car Wheel 
Works at Wilmington, Del., and the equipment for one open- 
hearth furnace for the Londonderry, N. S., plant of the Canada 
Iron Corporation. 


Three McKeen motor cars, coupled together, left the Mc- 
Keen Motor Car Company’s works in Omaha, Neb., on Novem- 
ber 2, propelled by their own power, en route to Portland, 
Ore. One car is of the 70-ft. type (Railroad Age Gazette, 
January 15, 1909, page 111), and is for the Salem, Falls City 
& Western, which will put it in service out of Salem. The 
other two cars have been bought by the Oregon & California 
and the Oregon Railroad & Navigation, and will be used in 
Oregon and Washington. To date, 57 McKeen motor cars have 
been built. Fifty-six are operating in the United States and 
one in Mexico. 


The Dodge Manufacturing Co., Mishawaka, Ind., which has 
branch offices at Boston, Mass.; New York, Brooklyn, N. Y.; 
Pittsburgh, Pa.; Philadelphia, Pa.; Cincinnati, Ohio; Chicago, 
St. Louis, Mo., and London, Eng., has just added Minneapolis, 
Minn., and Atlanta, Ga., to the list. These two branches will 
serve the two-fold purpose of local stores and distributing sta- 
tions for the Northwest and the South. The Minneapolis store 
is at 202-204 Third street, south, and the warehouse at 312 to 
320 First street, north. The agency arrangement with the 


Minneapolis Steel & Machinery Co. has been discontinue, 
Burke Richards, former resident salesman at Cleveland, Ohio, 
has been promoted to manager of the Minneapolis branch. The 
Atlanta ‘branch and warehouse is at 54*Marietta street. S. L. 
Dickey, resident salesman at that place, has been appointe:| 
manager. No change has been made with any of the agency 
connections in the south. 


John W. Ripley, who, for the past nine years, has been 
chief engineer of the structural department of John Monks 
& Sons, has resigned his position with this firm and with 
Allan Appleton Robbins, formerly principal assistant engineer 
on the Belmont tunnel, has formed the Robbins-Ripley Com- 
pany, with offices at 50 Church street, New York. The new 
firm intends to conduct a general contracting and engineering 
business. In his former position, Mr. Ripley designed and had 
charge of many large steamship terminals in New York and 
other cities, including the Mallory, the Clyde, the Ward, the 
Munson, the Spanish and many others, and he is still retained 
by John Monks & Sons as consulting engineer on extensive 
work in the south. He also retains his interest in the Monks, 
Ripley Pile Co., owning the Ripley combination pile. Mr. 
Ripley is a graduate of Cornell University and a member of 
the American Society of Civil Engineers. 





TRADE PUBLICATIONS. 


Screw Machines.—The National Acme Manufacturing Co., 
Cleveland, Ohio, has published a folder calling attention to 
the growth of its plant and the design of the Acme automatic 
screw machine. 


Belt Conveyors.—Bulletin No. 18, of the Robins Conveying 
Belt Co., Passaic, N. J., gives engineering data and useful in- 
formation concerning belt conveyors. It takes up arrange- 
ment of conveyors, capacity, cost, detailed dimensions of parts, 
speed and load factors, weights, etc. 





RAILROAD STRUCTURES. 


BALLINGER, TEx.—Work is said to have been started on a 
new passenger station for the Gulf, Colorado & Santa Fe, to 
cost $28,000. 


BALTIMORE, Mp.—The new passenger station to be built by 
the Northern Central in Baltimore is described in another 
column. 


Bay Ciry, Micu.—According to press reports plans have 
been made by the Michigan Central to put up car shops at 
Bay City. The plans call for a shop 80 ft. x 460 ft. About 
$30,000 has been appropriated to begin this work. 


BIRMINGHAM, ALA.—The St. Louis & San Francisco and the 
Birmingham Belt Ry. are to build a viaduct at Twelfth avenue. 


Branpon, Man.—Estimates have been submitted for the con- 
struction of a subway under the Great Northern and Cana- 
dian Pacific tracks at Brandon, to cost $120,000, and for a 
bridge over the same tracks, to cost $105,000. 


Canon City, Coto.—In connection with the building of the 
new station by the Denver & Rio Grande several additional 
tracks through the lower yards will have to be laid. To 
avoid grade crossings surveys are being made, which will 
be submitted to the city officials for approval, for putting in 
a-subway under the tracks in South Ninth street, to cost 
about $25,000. 


CINCINNATI, OHIO.—The newspapers say that plans for the 
construction of a subway to connect the business section with 
the surrounding districts of Cincinnati have been made. The 
work includes piercing a tunnel under some of the importaxt 
streets in Cincinnati, and plans have been submitted to the 
city council. The improvements are to cost between $10,00,- 
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000 and $15,000,000. It is said the subway and urban traction 
terminals will be under municipal control. 

he question of building a new union passenger station in 
Cincinnati is under consideration. 


DUNKIRK, N. Y.—The Lake Shore & Michigan Southern is 
said to be planning to put up a new passenger station in 
Dunkirk. It is understood that the freight house on the north 
side of East Third street is to be torn down and rebuilt in the 
east end of the yard, and the new passenger station is to 
occupy the site of the present freight house. 


YOLDEN City, Mo.—The Oklahoma & Golden City Ry., it is 
reported, will build five large bridges and a number of small 
ones. 


GUTHRIE, OKLA.—The Atchison, Topeka & Santa Fe, the local 
street railway company, and the city officials are negotiating 
for the building of a viaduct over the railway company’s 
tracks at Cleveland avenue. 


HAGERSTOWN, Mp.—The Western Maryland Ry. plans to 
build an addition to its machine shop, to be 40 ft. x 50 ft., 
and to cost about $25,000. A new passenger station is also 
being planned. 


Iowa City, Iowa.—The Chicago, Rock Island & Pacific is 
contemplating the building of a new freight depot, but no 
action has been taken. 


LARAMIE, Wyo.—The Union Pacific is to build a 30-stall 
roundhouse, a 100-ft. electric turntable and additional storage 
tracks. 


McALESTER, OKLA.—The Missouri, Kansas & Texas is mak- 
ing extensive improvements. In addition to the items pre- 
viously mentioned, a concrete bridge over Delaware avenue 
and a viaduct at Washington avenue are under way. 


MANCHESTER, GA.—The Atlanta, Birmingham & Atlantic is 
to begin work at once on general shops to cost $100,000. 


MontTGoMErRY, ALA.—The Louisville & Nashville is said to 
be asking for bids for a new freight house, to be 42 ft. by 
306 ft., and to cost about $75,000. e 


NEWBERN, N. C.—The shops of the Norfolk & Southern were 
damaged by fire November 6, with a loss of about $300,000. 
All of the buildings, except the paint department, were totally 
destroyed, together with a number of locomotives. 


New YorkK.—The Williamsburg bridge over the East river, 
connecting the Borough of Manhattan with the Borough of 
Brooklyn, is to have the shore spans strengthened, at a cost 
of about $500,000. 


QUEBEC, QuE.—According to press reports bids are wanted 
by L. K. Jones, secretary of the Department of Railways and 
Canals, at Ottawa, Ont., up to November 15, for the removal 
of the Quebec bridge wreckage, and additional bids are 
wanted up to November 30 for building the substructure of 
the Quebec bridge. The general specifications and form of 
tender will be ready about November 20. Preliminary infor- 
mation can be obtained at the Quebec Board of Bridge Engi- 
neers, Canadian Express building, Montreal. 

San Antonio, Tex.—The Southern Pacific is contemplating 
an addition to its passenger station, to cost about $100,000. 


San Pepros, Cat.—The San Pedros, Los Angeles & Salt 
Lake has recently completed a Scherzer rolling lift bridge. 


Stockton, Cat.—An officer of the Southern Pacific is quoted 
as saying that large steel warehouses, freight sheds and 
office buildings will be put up at Stockton. 

STOCKTON, ILtt.—See Chicago Great Western, under Railroad 
Construction. 


TERRE Hautrt, Inp——The newspapers say that the Penn- 
Syivania is planning to put up large shops, to cost $2,000,000, 
in bing Haute, on which work is to be started early next 
year. The improvements are to include a machine shop. A 
25-5 tall roundhouse is now under construction. The com- 
Pay, it is said, has bought about 120 acres of land east of 
the city, where extensive yards are to be laid out. (July 30, 
D. 218.) 

YAN Buren, ArK.—The St. Louis & San Francisco, accord- 


in; to press reports, will rebuild its bridge over the Arkansas 
river, 
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Equipment and Supplies. 


LOCOMOTIVE BUILDING. 





The Chicago & North Western is figuring on 100 locomo- 
tives. 

The Intercolonial has ordered 10 consolidation locomotives 
from the Canadian Locomotive Co. 

The Carolina, Clinchfield € Ohio is figuring on 10 Mallet 
locomotives and three passenger locomotives. 

The Chicago, Burlington & Quincy has ordered from the 
Baldwin Locomotive Works 50 Pacific passenger locomotives. 

The Baltimore & Ohio, as mentioned in the Railroad Age 
Gazette of October 29, has ordered 50 simple consolidation 
locomotives from the American Locomotive Co. 

General Dimensions. 


WWW ONSEN E  ORINGRNR VOR no. 5.6. e55e os: ecdnsdmroscreesieead 194,000 Ibs. 
go ee rrr ee re ree re 217,000 lbs. 
ape cal eakcl a cia0 60a «c's gu ssigieiaexc-s eieieaie 22 in. x 30 in. 
Pe er eer roe 60 in. 
AUR GME MUMIMES ale cle iere <4. 6.054) 9.055: 010 oy 6 x 0 04's, chee Straight 
WOPRIDE SCORT) DIGHRUIG ... . . 6. ccc ec cccccceccne 205 Ibs. 
Heating WUNINCR, TUNER. on ciccc cc ccncsececas 2,612.8 sq. ft. 
- MN s. Sicvecdacdicemeeewess 179.4 

i OMS oi icicrira smal? eclae sees 2,002.5 * 
See WE MMIII Foc og fae anc ee: ais Oia aosee enciet ns aie eereemass 280 
= UN ON os). 50.56 < 0 ae Ses aie ee aeons 2% in. 
SS A RMRMEEEN oar coh, 2)5.%u5) iapals: ale Sha Ris die wereT 15 ft. 8% in 

I OES oon oo ic a tte lee ind ad ete aloes arareetalens wi 
e RMN ai ot o.6.'s. feo aco e-are hardin see ere weemeahels 108% in 
5 NMS oa orca aw ar Sialer es aie a Stas en areola 754% “ 
as WENNER s c6.4:0 66.09 varsew ne ood open-hearth steel 
MOO oui ocr od) oe: 3 a).0:0 6:4 Greta x Wor/eiawilerees 56.24 sq. ft. 
‘TRUE. CODGCICY LOE WALGER <. occ ce cciccwccedivess 7,000 gals. 
Gir OI 86 So, 6 ace che taciwaedepensedeewes 15 tons 

Special Equipment. 

De OO Te ee Oe er eee Open-hearth steel 
Boiler NUR: akan dc. csi grate qareiaceiag 85 per cent. magnesia 
fe err West. E. T. No. 6 Am. Eq. Driv. Brake 
PERN ssn wiviered oe oo deen cmateeae ae ann 
IE 66. oso aa aioe aw eee eiexsnees B. S. Co. 
DPTVINE DOZER 66 icc ces dees Cast steel ; Anivin linet 
NN Tora 4.4.0 68S wae aii aa ore wie Hole wae ace em ed Dressel 
COMET WORE IIE 6665660 6206s creamreseie B. & O. standard 
Piston and valve FOG PACKINGS 6. 2c 5 cc sens U. S. Metallic 
PIECE WORN ooo oka arn ble aie asdsecare era Two 4-in. Coale 
CRIDER 5 56. 0/6 sade oe \ eidideis ec cows ece ats Hanlon 
SPINE COG TUDPIONCOND 6 5.o6c. 6 eee cee’ os ce ntinne Nathon 
IER alsa tase, fo alae didiecaral a akalcieield avo avecacarewaes Radial 
CCAM PASCH occas Peer atar dice (a da ea aaah aan Ashcroft 
NUNN Io a0as grsvorcerhanaren der ter eeial a datere Menace el esd Charcoal iron 
I II ore a 'e's'c si gicis digs e'e ee sreeaweeangaes Walschaerts 
Rais. aise: cra os Geren ela elke Gala ofa/Sace Cast steel 


The Terminai Railroad Association of St. Lowis has ordered 
ten 0-6-0 switching locomotives from the American Locomotive 
Co. This order includes the five locomotives mentioned in 
the Railroad Age Gazette of October 15. 


General Dimen _—. 


Weight on drivers 1,000 Ibs. a Seattnaene) 


CNN ars sa: suas Grecone a; ace oe aia, disvnre dwlavalerd/eyeia 20 in. x 26 in 
PMAMIBUGE OF GUIVGER Ss 6 icici cece nares ascdweteens 51 in. 
MNO GR I ra 6665-6 ado. wow aes a bre rasal oi ieee Straight 
WOPRIEG BLCAUL PLCHBUTO: oi... cen cn cee sscnees 200 lbs 
Heating RR Oa ead e'oy wana encicg wisveracene 1,744 sq. ft 
- RMN os oad a oo alw enw .a everene are mo * 
sis as RQUMD ite ciaas cenekew neces Lore “ 

Fe OC a eT Can ar oe rere ere 323 
ig IT ORO 5 0-555) 5.00 deren Bel d= a eeseeant 2 > 

RNIN alas a5 Se dale acres oico'e el aia aya Se diiee Sa BS 10 ft. 5 
NEOUS WIN a adore 6 origecsian b 14 Gia 04:0 '45-4Gkie ecg a sea eiaeeere 
" ROPER aie'a a are eis a ai eg ota eievelelenaverw Sveretens 108 i in. 

es WMI oo 6nci.a) 5h a2 Rl oralanigrcalqiees evsa monger 42 
= RAMEN era: 5 aradenssi eg) 2 nee teare toca. Open- hearth hen 
GUN GUI go ciclo oad oa se 515, 0s, daidineehioein eleseialed 31.5 sq. ft. 
TAME CAPACITY TOF WAECE 2.66 s ees sac weet 5,000 gal. 
RE a a 60-6. die. ora 4, 00h) aioe ieee Saw ale w/aberereions 8 tons 
Special Equipment. 

Brakes, brake-beams and brake-shoes..... Am. Brake Co. 
CNN ioc ok a Swen GWwiseeameseecees woke limax 
ENON goo a5 eo ws-ors ex eaiew a cake weleeee Renew Steel 
PIGHGIUNEE 6k 604 § 008 0 heb eaeeea ees Company’s standard 
ee rrr reer R-Simplex; L-Seller’s Non-Lift. 
GUN EN IN oc. a6 414 a eiasw iors: «oe wie eas Wide aac camels Symington 
Piston and valve-rod packings...... Company’s standard 
RN RUIN a6 os a0: 4.00. pS <lare Sere ack ere wears eed Ashton 
SIRNA UREES 5S ic 2 ois aco dvd simige nemo Oe *... Leach 
Sight-feed lubricators. .... 02. cccsccase Nathan bull’s-eye 
SR ee rere Company’s standard 
I ag aa are aru 66 6.850 bcd 6 seh dw nee baie) GD ora Radial 
8 a ira ore. sc aoa aver odie Sab overats a. cxglaraoe Ashcroft 
SS ia! aivan-0\ atts aio atas id wereld dvdrw dn 9, dea Gea ws Charcoal iron 
WONT GORE. wears Kickin Stevenson-Richardson slide valve 
ME CONINNN OS 6.6 .ine code als Slenn cca aaa ease Cast steel, 44 in. 


The Charlotte Harbor & Northern has ordered three ten- 
wheel and two consolidation locomotives from the Baldwin 
Locomotive Works. 

The Atchison, Topeka & Santa Fe is to convert a number 
of prairie locomotives into Mallets. The work of rebuilding 
is to be done at the Topeka shops. 
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The Lehigh Valley has ordered from the Baldwin Locomo- 
tive Works 10 ten-wheel locomotives and three six-wheel 
switchers, as mentioned in the Railroad Age Gazette of Octo- 
ber 29. 


The Chicago Junction Railway has ordered from the Amer- 
ican Locomotive Co. three switch engines in addition to the 
four mentioned in the Railroad Age Gazette of October 29, 
and also one for the Chicagc River & Indiana, making eight 
in all. 


The Kansas City Belt has ordered six six-wheel switch en- 
gines from the Baldwin Locomotive Works, as mentioned in 
the Railroad Age Gazette of October 29. Delivery is specified 
for January, 1910. The general dimensions are: 

Weight on drivers 156,000 Ibs. 
Total weight 156,000 Ibs. 
POR Liktcvs 6 SGNns Siihehs ease tenes ee 20 in. x 26 in. 
Diameter of drivers 

ope ge | er oe err re ree Straight 
Working steam pressure 205 Ibs. 
Heating surface, tubes 1,866 sq. ft. 

iz i firebox 190 “ 

- as total 
Tubes, number 

- outside diameter 
length 
Firebox, length 

width 
Grate area .... 
Tank capacity 
Coal capacity 


The special equipment includes: 


5,500 gals. 
Semis Seb S Sea SESS RSE ES See Te 9 tons 


Bell ringer 
Boiler lagging 
Brakes 
Couplers 
Driving boxes 
Injectors 
Piston rod and valve packing 
Safety valve 
Sanding device. 


LRA ece SMe Seas kao ee Johns-Manville 
Westinghouse 


Chicago 

Springs Meee Eek bbe huss keke sess Se Standard Steel Co. 
en — 
rosby 
Standard 
Charcoal iron 
Steel 


The locomotives are also equipped with Chicago flange lubri- 
cators. 


Tires 
Tubes 





CAR BUILDING. 
The Staten Island Rapid Transit Co. is in the market for 
11 coaches. 

The Armour Car Lines are building 200 refrigerator cars 
and expect soon to build 200 more. 

The Carolina, Clinchfield & Ohio is said to be in the market 
for 12 coaches. This is not yet confirmed. 

The Atchison, Topeka & Santa Fe has ordered 10,000 freight 
cars from the American Car & Foundry Co. 

The Norfolk & Southern has ordered two 61-ft. baggage cars 
from the Harlan & Hollingsworth Corporation. 

The Cudahy Refrigerator Line is building 200 refrigerator 
cars. This includes the 100 mentioned October 15. 

The Delaware, Lackawanna & Western has ordered 500 box 
cars and 500 gondola cars from the American Car & Foun- 
dry Co. 

The Pennsylvania is figuring on 5,000 cars for the Lines 
East and 5,000 for the Lines West. The cars are understood 
to be 70-ton hopper cars. 

The Chicago & North Western has increased its order with 
the American Car & Foundry Co. for ore cars for delivery 
next May from 500 to 1,000. 

The Seaboard Air Line has ordered 1,000 ventilated box 
and 25 stock cars from the Pressed Steel Car Co., five ex- 
press cars, four mail and baggage, three vestibuled day coaches 
and three passenger and bagage cars from the Barney & Smith 
Car Co. This equipment was mentioned in the Railroad Age 
Gazette of October 22. The box cars will have steel under- 
frames, will have a capacity of 30 tons and will weigh approxi- 
mately 40,000 lbs. The following are the dimensions: Over- 
all, length, 37 ft. 10 in.; width, 9 ft. 1% in.; height, 12 ft. 
8¥ in.; inside, length, 36 ft.; width, 8 ft. 214 in.; height, 8 ft. 
The stock cars will have steel underframes, will be of 30 tons 
capacity and will weigh approximately 38,000 lbs. They will 
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have the following dimensions: Over-all, length, 37 ft. 10 in.; 
width, 9 ft. % in.; height (over run boards), 12 ft. 8y% in.; 
inside, length, 36 ft.; width, 8 ft. 54 in.; height, 8 ft. 3 in 
The following special equipment applies to the box and stock 
cars: 
aE NID iar toes alk Se istis Voit sip ts cae wine oe i MC. B, 
Bolsters, body Pressed steel 
Bolsters, truck....American Steel Fdy. on box cars; 
Cast steel on stock cars 
Westinghouse 
Brake-beams Simplex 
Brake-shoes.... ./ Am. Brake-Shoe & Fdy. on box cars 
Cast steel on stock cars 
Brasses 
Couplers 
Draft gear 
Dust guards 
Journal boxes y g 
Seaboard Air Line standard 
hy’s O. S. Metal 
Seaboard Air Line standard 
Railway Steel-Spring 
Andrews side frames 
33-in. cast iron 


The passenger equipment will all have wood bodies and 
composite wood and steel underframes. The express cars Will 
weigh 104,700 ]bs.; the mail and baggage cars, 116,300 lbs.; 
the day coaches, 115,000 lbs., and the passenger and baggage 
cars, 111,200 Ibs. All the cars have the same inside dimen- 
sions: Length, 69 ft. 2% in.; width, 8 ft. 10% in.; height, 
9 ft. 3%, in. The over-all width and height is the same for 
all cars: Width, 9 ft. 95g in.; height, 14 ft. 17% in. The over- 
all lengths are as follows: Express and mail and baggage 
cars, 71 ft. 6 in.; day coaches, 76 ft. 11 in., and passenger and 
baggage cars, 74 ft. 41%, in. The day coaches have a seating 
capacity of 84 and the combination passenger and baggage 
cars seat 44 in the passenger compartment. The following 
special equipment applies to all the passenger cars except 
where noted: 


foletern 
Brakes 
Brake-beams 
Brake-shoes 
Brasses 
Couplers . Columbia : 
SOA NED RRNOINR ss clk eons asus se ein ee National ; 

On coaches and passenger-baggage cars only 
Curtain material Pantasote ; 

Orf coaches and passenger-baggage cars only 
Seaboard Air Line standard 
Draft gear Seaboard Air Line standard 
ee re eee re re eee ee ee: Symington 
Heating system Gould; Safety on —- cars 
Journal boxes ymington 
Lighting system. .Safety; Seaboard Air Line on exp. cars 
Paint Seaboard Air Line standard 
Platforms Standard steel 
ROOTS occ cc scwscsccccuss,. eeRnDoard Alr Line standard 
Trucks Seaboard Air Line six-wheel 
Ventilators Seaboard Air Line standard 
Vestibules Pullman —: 
Vestibule diaphragms 
Vestibule trap doors g: 

On coaches and comb. pass. and bagg. ‘only. 
Wheels 36-in, rolled stee 
Wintow TRUMNOS. 6 occ ous c cece National on coaches ; 

S. A. L. stand. on comb. pass. & bagg; none on others 


The Toledo & Ohio Central has ordered 500 steel under- 
frame, 30-ton, box cars from the Pullman Co., as mentioned 
in the Railroad Age Gazette of October 29. The cars will 
weigh about 36,000 lbs. and will have the following dimen- 
sions: Over-all, length, 37 ft. 7144 in.; width, 9 ft. 5% in; 
height, 18 ft. 3% in.; inside, length, 36 ft.; width, 8 ft. 6 in.; 
height, 8 ft. 


wv estinghouse 
Hercules 

Cast steel 
Ajax 


Door fastenings 


Special noes. 
. M. C. B., 4% in. x 8 in. 
Selstecs, body Steel 
Bolsters, truck 
Brake-beams Acme Caimnles) 
Brake-shoes Street’s (steel back) 
SS Se ee et eer pe irien ar ay M,C. &. 
Couplers 
Doors Si 
Door fastenings National Safety 
SOUR oo oes soa wig ow Wiesais e arhisip a oS wo Miner tandem 
POE IR 5 fess Winns Xe ee eA Ae IEG bE ee ee McCord 
Journal boxes McCord 
Paint Hardy brown metallic 
eIMNON ot Lin owas Stam meaiet Excelsior outside metal roof 
Side bearings....................0. Woods single roller 
Railway Steel-Spring 
s cast steel side frames 
SISEIE 5 tice ieias wae ae oes in TiN 33-in. cast iron 


The cars will also have steel carlines, Carmer coupler re- 
lease rigging, and 50 of them will have 8-ft. side doors. 

The Northern Pacific has ordered 100 freight refrigerator 
and 100 passenger refrigerator cars from the American Car 
& Foundry Co., and 500 fifty-ton coal cars from the Pressed 
Steel Car Co. 








NovEMBER 12, 1909. 


The Kansas City Belt has ordered 225, all-wood, 30-ton, re- 
built flat cars from the Hicks Locomotive & Car Works. The 
ears are 34 ft. 6 in. long and 8 ft. 111%4 in. wide. Delivery is 
specified for January, 1910. 


The Great Northern has ordered 1,000 ore cars from the 
Western Car & Foundry Co., as mentioned in the Railroad Age 
Gazette of October 15. The cars are to be all steel, of 50 tons 
capacity, and will weigh 32,000 Ibs. The inside measurements 
are: Length, 20 ft. 3% in.; width, 7 ft. 10 in.; height, 7 ft. 
10 in., and the over-all measurements: Length, 23 ft. 10 in.; 
width, 9 ft. 214 in.; height, 9 ft. 24%, in. The special equipment 
will include: 


EMU) <ovsige a lectvie.'e) sais wae eiereie aie 514 in. x 10 in., M. C. Steel 
TSEGMC-DORING: 6 ocicccicec cs ccerevewwesicnee ss 5-in. ? ‘beams 
MNT T sia ciate aris weve a ee Daw ase 5% in. x 10 in. M. Cc. B. 
RA ie rae rere tea Sharon 
J RE eee ee Tee ee er ra rer er Farlow 
Journal boxes......... 5% in. x 10in., M. C. B. mall. iron 
ge er rie ee Plain friction bearings 
WOON, cre ons. ceo sebwinceasicten 33-in. 700-lb. cast iron 


The cars are to be delivered February 10, 1910. 


The Long Island Railroad has ordered 30 all-steel motor 
cars as follows: Fifteen combination passenger and baggage 
from the American Car & Foundry Co. and 15 baggage from 
the Standard Steel Car Co. The combination cars will carry 
51 passengers and will measure 57 ft. 78, in. long and 9 ft. 
% in. wide, inside, and 65 ft. 434 in. long, 9 ft. 11% in. wide 
and 13 ft. high, over all. The baggage cars will measure 60 ft. 
5% in. long and 9 ft. % in. wide, inside, and 64 ft. 5%4 in. long, 
9 ft. 11% in. wide and 13 ft. high, over all. Bodies and under- 
frames will be of steel. The special equipment includes: 


Axles....Motor, carbon steel; trailer, open-hearth 
steel (combination cars) ; carbon steel (baggage) 
Bolsters, truck 
REMMI, ara fasenele Wise bik eid o WAG wis wale Ce CenG Wasiteahonse 
Brake-shoes....Trailer, cast iron ; mare A. B.S. & 
Co. (combination. ) 
American Brake-Shoe & vouniee Co. (baggage) 


ee) 


MORIN og a cavetata a slsireyavin-4 © svelalesieialn Sie aussie siere Ajax metal 
ee ee ea ee em ee rt ee Pitt passenger 
Curtain, RECUIOS. .... 006080. 3 National Lock & Washer Co. 
RNR MAM OTOND: 56:5 5 on\s6 300 ernie aie ola ee arare enscetaiace Pantasote 
SN dig ab WC 6S HK ow 5 a eee wae MS Steel (baggage) 
SODHENY ODE valdls ols, 615s «aie Seniors 4 eee wees Westinghouse 
NRININE SURI 6. 5 0 spo. 0) 66s 0 Long Island R.R. standard 
PIGREING SYStOM .<.. 0665s agai Wha cnala tea ancerate athe esas Electric 
MM TENN oo 5 da a Ges 5: aveia therein vies oe ane SIRI e Symington 
RMA MINED 65-9 60a 5)0rre, 66:00 01s, Rie, 6 seg ARRAS ale orere Electric 
Tre ree oO ee re Steel 
RI aera a fale cavatta tele: ayia!) asia A: Wea aden a lemnten owas MNS w ase Steel 
SR MOWOTIOD 66:66 66 '5,000a00e 00-0 0 eee Rattan (combination) 
WN fod wes aS Os vc ay wale ears Unton Spring & Mfg. Co 
MRI rs S65 io 51g 1G 5009 19.0 1894 3 Sto eis a Oe ON ao Steel, Kiesel type 
NRE RNa e Fei oca'S SSAA ad Lae Soe Mas Deck sash 
NO es ova ols 6455.5 eek oS ae Stee] (combination) 
WEMUIUO TOAD GOOES «5.0 sais 66 bose s ccs ces Steel, 
with Edwards fixtures (combination) 
IN ha ao ccaa se a.0 ere") “asspacajeornraiasniainen eens aisrd Rolled steel 
Window fixtures ....... O. M. Edwards Co. (combination) 





MACHINERY AND TOOLS. 





The Illinois Steel Co. will build an addition to its ware- 
house at the North Chicago plant. The new building will be 
250 ft. wide and 400 ft. long. New equipment will include 
nine 10-ton traveling cranes and a number of cutting tools. 


Among orders recently received by the Philadelphia plant 
of the Link-Belt Company, Philadelphia, Pa., are the follow- 
ing: Georgia—Machinery for locomotive coaling station. 
Ohio—Several Maximum Silent chain drives. Illinois—Miscel- 
laneous machinery for locomotive coaling station. Indiana— 
Maximum Silent chain drives. Massachusetts—Industrial 
railway system; number of Maximum Silent chain drives. 
New Jersey—Two complete retail coal pocket equipments; 
coal elevators and conveyors; miscellaneous coal handling 
machinery. New York—Several orders for Maximum Silent 
chain; gravity discharge conveyors; miscellaneous coal and 
ashes-handling machinery; two reversible truck hauls. Penn- 
Sylvania—Peck carrier outfit; conveyors, Maximum Silent 
chains; coal handling machinery; coal elevator for foundry; 
roller flight conveyors; ashes chutes and gates; sand han- 
dling machinery for foundries; locomotive coaling station out- 
fits, two jobs; elevator for rice coal. Virginia—Locomotive 
coaling station. Washington, D. C.—Conveyor for handling 
trucks. West Virginia—Car puller and flight-conveyor outfit. 
Export—Massacuite conveyor; single strand chain and bucket 
elevator; Renold roller chain; Maximum Silent chain; mud 
conveyor; water elevators; bucket conveyors; screw conveyors. 


. 
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IRON AND STEEL. 





The Fourth Avenue Subway, New York, now under con- 
tract, will, it is estimated, require from 35,000 tons to 50,000 
tons of steel. 


The Birmingham & Edgewood Electric Co., Birmingham, 
Ala., has ordered 400 tons of open hearth rails from the Ten- 
nessee Coal, Iron & Railroad Co. 


The Winston-Salem Southbound, Winston-Salem, N. C., is 
said to have ordered 3,500 tons of rails from the Carnegie 
Steel Co. and 2,000 tons from the Bethlehem Steel Co. 


The Carnegie Steel Co. will build a finishing mill at Girard, 
Ohio. The mill will have a capacity of 30,000 tons a month, 
to be increased ultimately to 60,000 tons. Electric power gen- 
erated by producer gas engines will be used. 


General Conditions in Steel—A number of railways have 
not yet covered their rail requirements for the first part of 
next year and many are expected in the market this month. 
The American Bridge Co. during October booked orders for 
33,000 tons of finished structural steel. The demand for raw 
material is strong, and immediate shipments can be had only 
by paying large premiums. 





The Dictograph. 





The Dictograph system is a system of intercommunication 
for offices, factories, etc. One instrument is the master sta- 
tion and there can be any number of sub-stations. The sen- 
sitive receivers and transmitters make it possible to speak in 
an ordinary tone some distance from the transmitter, while 
at the other end the voice is correspondingly — some 
distance from the apparatus. 

This system saves time and results in a number of. con- 
veniences. Connection with any sub-station is made by mere- 
ly pressing the proper key at the master station. This com- 
pletes the connection, there being no delay of taking down 
the receiver and waiting for a connection to be made at some 
switchboard. ‘The whole conversation can then be distinctly 
heard throughout the room where the master station is and 
the room where the sub-station is. Taking down the small 
receiver, however, at either station and holding it to the ear 





Dictograph Master Station and Sub-Station. 


makes the conversation private, as it disconnects the mag- 
nifying horns so that the answering voice can only be heard 
in the small receiver.- With such a system letters or mem- 
oranda can be dictated during a conference without calling a 
stenographer into the room. The master station may be put 
in communication with one or all of the sub-stations at one 
time, so that if the heads of departments have sub-stations 
the executive officer at the master station may call them all 
into consultation at once without any man leaving his desk. 
In this case, of course, each hears what all the others say. 
Intercommunicating master stations may be installed where 
there are more executive offices than one. 

The master station instrument is 11%4 in. x 6% in. x 64% in., 
and may be mounted on a bracket or set permanently in the 
rear of a desk. The sub-stations are 4% in. x 514 in. x 3% in. 
The machines are leased and maintained by the National Dicto- 
graph Co., New York. 
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Lovell Window Operator. 


The pivoted sashes in the series of units in the side walls 
and clearstory of the locomotive shops of the Delaware, Lacka- 
wanna & Western at Scranton, described last week in this 


paper, are handled by the Lovell window operator, made by ' 


the G. Drouve* Company, Bridgeport, Conn. 

The specifications called for pivoted metal sash five tiers 
high in the side walls, and another line in the clearstory. 
The control of the first line is by individual automatic closing 
chains with fusible links. The second, fourth and fifth tiers, 
the third being fixed sash, are controlled by the Lovell window 
operator, in lengths of 52 to 168 ft. each, 30 to 40 sashes in 
each run, a convenient location being selected within reach 
from the floor for the control of this operating chain. A 
total of 7,578 lineal feet of Lovell window operator is required 
to control the large number of sashes in this building, and 
the number of operating points, there being 73, is consider- 
ably reduced by the adoption of this type of sash-controlling 
apparatus. 

The principle of this device, which makes possible the 
handling of lengths mentioned, is a straight push and pull, 
secured by connecting two continuous lengths of pipe, sup- 
ported by anti-friction brackets in two racks, which are sep- 
arated and operated by a pinion on a shaft and controlled by 
a 24-in. to 48-in. wheel, operated by chain at floor level. Two 
arms are attached to each sash and, in turn, by open couplings 
to the pipe lines. The rolling movement of the pinion and the 
equal push and pull given the continuous line of shaft or con- 
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day, that never comes. The Lackawanna has made previous 
installations of this operator in the shops at Kingsland, Hast 
Buffalo and Scranton. 





Some New Scherzer Rolling Lift Bridges. 


The single-track center pier swing bridge of the Balti- 
more & Ohio over the Cuyahoga river at Cleveland, Ohio, is 
being replaced by a double-track Scherzer rolling lift bridge 
having a movable span of 200 ft. from center to center of 
bearings. This bridge will be the longest double-track single- 
leaf bascule bridge yet constructed. Last year a single-track 
Scherzer bridge having a movable span of 230 ft. was com- 
pleted for the Baltimore & Ohio, replacing a center pier swing 
bridge on the west channel of the Cuyahoga river. 

The Seaboard Air Line has recently completed a single- 
track Scherzer rolling lift bridge having a movable span of 
196 ft. across the navigable waterway to its new wharves and 
docks at Tampa, Fla. Another Scherzer rolling lift bridge 


is being constructed by this railway across the Savannah 


river, replacing a center pier swing bridge. 

The San Pedro, Los Angeles & Salt Lake has recently com- 
pleted and placed in service a single-track Scherzer bridge 
across the San Gabriel river at San Pedro Harbor, Cal., this 
being said to be the longest span bascule bridge on the 
Pavific coast. 

A Scherzer bridge was recently selected and placed under 
contract for construction as the movable portion of the Galves- 
ton causeway. The railways using this bridge will be the 


Details of Lovell Window Operating Device. 


nected pipes in turn push out the two arms attached to the 
sash, the thrust being equalized by the simultaneous opera- 
tion of the two arms; the opposite motion pulls the arms in- 
ward and closes the sash. As each sash has the same power 
and no lost motion occurs at any place on the line, the sashes 
open equally and close tightly. At any position the sashes 
are locked so that wind pressure cannot close them, the hori- 
zontal pipes acting as a brace to withstand any severe blow. 
Lines of 300 ft. are just as easily controlled as 100-ft. lines, 
and such installations can be seen that have been in operation 
over five years with practically no repair or adjustment. As 
rigid brackets are used, one on either side of the sash with 
horizontal pipe across the face of sash, the power that can 
be applied is considerable. This proves of special advantage 
tvhen windows are slightly bound by ice or weather. The 
working parts are few, the rack and pinion being cast and 
the universal coupling on arms having brass to iron connec- 
tions to prevent rusting together. The brackets which sup- 
port the pipe have four small wheels, mounted on brass bear- 
ings, at each opening through which the pipe passes. These 
serve as guides and prevent friction. 

There are 200,000 ft. of this apparatus in service in shops 
in this country. It has to stand hard service. A machine 
tool has its individual operator, who becomes responsible for 
its care and upkeep, but almost anyone is likely to open or 
close the windows, and it is not unusual that oiling the work- 
ing parts is never thought of; or if so, put off for another 


Southern Pacific, the Santa Fe and the Gould systems, and the 
Galveston & Houston Electric Railway. This bridge is built 
to accommodate highway traffic also. 

Among the foreign orders received by the Scherzer Rolling 
Lift Bridge Co., Chicago, is one for a bridge for the Buenos 
Ayres Great Southern to cross the Riachuelo river at Buenos 
Ayres, Argentina; one for an electric railway and highway 
bridge for the city of Dublin, Ireland, and one for a bridge 
to cross the Lachime canal, Canada, for the use of the Cana- 
dian Pacific. 

The order for the bridge at Buenos Ayres is the third re- 
ceived from the Buenos Ayres Great.Southern, and is a re- 
sult of the satisfactory completion and operation of the first 
double-track bridge of the Scherzer type placed in service a 
short time ago. The traffic of this railway is growing so 
fast that a second double-track span for use in connection 
with the first structure is now needed. It has been manu- 
factured in the bridge shops in England, and will soon be 
erected at Buenos Ayres beside the present double-track span, 
the two double-track spans side by side forming one four- 
track bridge to be operated jointly or separately as desired. 
The possibility of adding single, double or multiple-track 
bridges to accommodate constantly increasing traffic is one 
of the advantages of the Scherzer rolling lift bridge, as com: 
pared with the center pier swing bridge, which must be re 
moved and replaced with a new bridge as soon as growing 
traffic requires additional tracks. 





